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German Train Decelerations 


HE year 1937 for the first time for many years past has 
shown a slight turn in the tide of German railway 
acceleration. It is true that the German railways can 
still boast the fastest railway runs in the world, with the 
successive 82:3 m.p.h. Berlin—Hanover and 82:2 m.p.h. 
Hanover—Hamm runs of the Fliegende K6lner diesel train 
(the withdrawal of which has proved to have been a 
temporary measure only); and the fastest steam-operated 
runs in Europe are still those of the non-stop Berlin— 
Hamburg FD expresses booked at 74:2 and 73:7 m.p.h. 
Elsewhere, however, there have been numerous slight 
decelerations of the fastest services, whether with diesel 
units, steam-operated, or electrically-worked. As com- 
pared with 1936, the diesel mileage booked for start-to- 
stop at over 75 m.p.h. has fallen by 205 miles, although 
the twelve runs comprising the remaining 1,504 miles are 
still collectively the fastest in Europe. Steam runs booked 
at over 64 m.p.h. from start-to-stop have dropped in 
aggregate mileage from 1,372 to 915 miles; and while in 
1936 the fastest electric run was booked at 69:5 m.p.h. 
from start-to-stop, 1987 shows nothing as fast as 67 m.p.h. 
On the other hand, the aggregate of all German runs 
booked at over 60 m.p.h. from start-to-stop rose from 
7,982 miles in 1936 to 8,235 miles in 1937. 
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Assisting the Trader in India 


An interesting proposal has recently been put forward 
jointly by the three railways with headquarters in Cal- 
cutta—the East Indian, Eastern Bengal, and Bengal- 
Nagpur—for the formation of a central railway organisa- 
tion to advise registered subscribers of changes taking 
place from time to time in the freight rates applicable 
to various commodities. The present practice is for these 
changes to be notified in the railways’ rate circulars issued 
on an average once a fortnight, but as the lists of rates 
in these circulars are necessarily very long, it is difficult 
for merchants to pick out those in which they are specially 
interested. The proposal visualises the formation of a 
central office, under the supervision of the General 
Secretary of the Indian Railway Conference Association, 
to register all applications from firms or individuals for 
notice of changes in rates for specific commodities. Suchacen- 
tral office would have to be self-supporting, and an annual 
registration fee of Rs. 15 (say 1 guinea) is recommended. 
This proposal is in strict accordance with the recommenda- 
tions of the Wedgwood Committee, that railway admini- 
strations should not lose any opportunity for getting into 
closer touch with the public, making things easier for 
their clients, and simplifying the rates question. 


* * * * 


The Week’s Traffics 

A satisfactory increase of £148,000 is shown in the 
combined traffics of the four main line railways for the 
past week, comparing with £97,000 for the previous week 
and £187,000 for the week before that. For the year 
to date the combined earnings have reached £142,270,000, 
an increase of £6,017,000 or 4:42 per cent. In passenger 
train traffics the percentage increases for the 45 weeks 
are:—Southern 5°10, L.N.E.R. 4-64, L.M.S.R. 4:08, and 
Great Western 2:80. Corresponding percentage increases 
in merchandise receipts are:—Great Western 4-42, 
L.N.E.R. 3°63, and L.M.S.R. 3-19. Percentage gains in 
coal earnings are:—Great Western 11-45, L.N.E.R. 6°78, 
and L.M.S.R. 6-13. 


45th Week Year to date 
A rr 





a © 
Pass., &c. Goods, &c. Coal, &c. Total Inc. or Dec. 
- ; £ 
68,000 
44,000 
24,000 


- 12,000 


£ £ £ 
..M.S.R. + 26,000 000 + 18,000 + 


S.R a 24, + 2,275,000 + 
-N.E.R. \ + 14,000 4 11,000 + 19,000 + 
RR. 12, 
3, 


4°13 

- 1,930,000 + 4-82 

1,000 000 + 11,000 4 5 12 
11,000 000 — 2,000 3 


- 1,170,000 + : 

642,000 +. 3-51 
Belfast & County Down traffics for the past week show 
an increase of £165, but Great Northern and Great 
Southern receipts are down £200 and £1,134 respec- 
tively because of goods traffic decreases. 


* * * * 


New Traffics for Argentine Railways 

Two chairmen of Argentine railways have alluded in 
their speeches at the recent annual meetings to the depen- 
dence of their companies upon grain transport, and the 
considerable fluctuations in receipts caused by variable 
harvests. Sir Follett Holt told Buenos Ayres Western 
shareholders of the part to be played by the railway 
in educating farmers in modern methods of crop rotation 
and cultivation; but Mr. W. Howard-Williams, speaking at 
the Central Argentine Railway meeting reported on page 
899, looked forward to some counterbalancing of variable 
grain traffics on that system by a sustaingd transport 
demand from new industries now being developed. He 
regarded it as an encouraging prospect that cotton cul- 
tivation had been gradually extended to the provinces 
of Tucuman and Santiago, served by the railway, and that 
the whole of the cormpany’s territory (had been reported 
by experts to be suitable for growing tobacco. Tobacco 
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production is still experimental, but the railway has col- 
laborated with the Provincial Government of Santiago 
del Estero in investigating possibilities of its extension. 
The exchange difficulty still threatens to nullify railway 
enterprise, but Mr. Howard-Williams is not without hope 
of alleviation from a Government which recognises the 
railways’ hardships. 


* * * * 


Overseas Railway Traffics 

Receipts of the allied Argentine North Eastern and 
Entre Rios Railways have been affected during the past 
fortnight by strikes arising out of disputes as to restora- 
tion of pay cuts. Buenos Ayres & Pacific traffics have 
dropped £15,261 in the two weeks after a series of 
increases, and the Buenos Ayres Western figures have 
improved only £1,983 during the same period. The 
Buenos Ayres Great Southern shows an improvement of 
£12,941 in the two weeks, but the Central Argentine is 
down a further £60,637. At this time a year ago the 
Central Argentine had an aggregate increase of £393,612. 


No.of Weekly Inc. or Aggregate Inc. or 
Week Traffics Decrease I raffic Decrease 
£ £ £ £ 

Buer Ayres & Pacific th 72,891 7.521 1.561.788 + 62,506 
Buen Ayres Great Southern 20th 132,072 + 7,896 2,408,003 + 195,160 
Bu Ayres Western 20th $8,759 + 2.759 909,120 + 106,006 
Argentine 20th 117,199 22.670 2,561,333 — 187,796 
Pacifi 45t 610,400 n 5,800 24,576,600 + 1,133,400 
B iv, Baroda & Central India 3t 211,350 15,825 5,266,125 + 331,425 


Great Western of Brazil traffics increased last week by 
£500, but those of the Leopoldina were £3,787 lower. 
San Paulo receipts for the previous week were £3,690 up. 


* * * * 


Chimney or Funnel? 

From time to time the point is raised in the lay press 
as to what is the “‘ correct ’’ name for the smoke uptake 
of a locomotive, and recently the old question has been 
given a new lease of life in the correspondence columns 
of a daily newspaper. Dictionaries are not helpful, as 
the meanings of both the words chimney and _ funnel 
meet the case of a locomotive equally weli. Undoubtedly 
the matter is one of usage, and the long standing practice 
in British locomotive circles of adopting only the word 
chimney is as well-recognised as the maritime use, on the 
other hand, of the word funnel—only the veriest land- 
lubber would think of that essential feature of a ship’s 
beauty as a chimney. Moreover, the exclusive use of the 
word chimney in connection with locomotives seems to 
date back to the earliest days of steam traction, for we 
find that in February, 1804, Richard Trevithick referred 
to the chimney of his “‘ tram-waggon,”’ and the earliest 
volumes of Herapath’s Railway Magazine adopted the 
same term without hesitation. Apparently the limited 
use at Swindon of the word funnel—why, it would be 
interesting to know—has inspired the present revival of 
the old topic. 

ira + x A 
Southern Pacific 

A writer in Fortune, a handsome magazine from the 
U.S.A., has succeeded in producing a graphic and human 
account of a great railway system. His subject—a vast 
one—is the Southern Pacific, and the colour infused into 
it, both from his own pen and from the numerous 
coloured illustrations accompanying the article, make the 
contribution of interest to readers with tastes as widely 
varied as the activities comprised in so huge an enter 
prise [he anonymous author defines the Southern Pacific 
in a great many ways. It is, he begins, ‘‘ one billion 
nine hundred and forty-nine million dollars; it is the 
nation’s only transcontinental railroad °’; ‘‘ it is 48,000,000 
revenue tons of freight and about 52,000,000 passengers.”’ 
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Of the system’s 16,000 miles of track, over 80 per cont. is 
single, for the railway runs across the ‘‘ melarcholy 


emptiness of New Mexico and Arizona,’’ where wa for 
the locomotives must be piped 150 miles. Its most im- 
portant single traffic, the author reveals, is lettuce, of 
which the railway hauls 50,000 carloads a year And 
finally, ‘‘ the Southern Pacific is men.’’ Ending thu- on a 


note of human interest, the article contrasts with some 
sketches of forceful personalities the irreverent faci that 
the General Manager even of so awesome an under? king 
rejoices, whoever he may be, in the nicknani of 
‘ whiskers.”’ 

* * o* * 


Paris Metro Station Lighting 


Underground railway station lighting has received a -reat 
dea! of thought in this country because of the iny 
extensions that have been made during the past few irs 
to the underground railway system of London. The ht- 
ing equipment at the new stations has created new stan 
cards in illumination, and it has not been possible to leave 


the older stations unimproved because of the painful 
contrasts that must have been perpetuated by such a 


policy. The Paris Metro, having started a campaign 
against old-fashioned station lighting, is now committed 
to an extensive programme of modification which involves 
the use of alternating current, fed to the stations at 3,000 
voits, instead of the direct current hitherto employed. 


Neon and other discharge tubes can be used now that this 
high voltage is available, but low-voltage filament-lamps 
can still be installed where desired, due to the provision 
of small transformers at each station. The old d.c. light 
ing is being retained for emergency use, and there are 
automatic relays for bringing it into operation whenever 
the a.c. lighting fails. The availability of two voltage 
widens the scope for lighting improvements, and already 
some etfective and original conversions have been made. 
In one station, discharge tubes emitting different coloured 
light run parallel to one another in suitable fittings which 
blend the colours to produce an almost white light. Else- 
where blue discharge tubes are used in place of metallic 
ones to suspend filament-lamp fittings. 


* * * * 


Rock Island Must Keep its A.T.C. 

In an editorial note in our issue of August 6, 1937 
we referred to the application being made by the Chicago, 
Rock Island & Pacific Railway to the Interstate Com 
merce Commission to be allowed to discontinue its inte! 
mittent ramp system of A.T.C. between Blue Island and 
Rock Island, 166 miles of double line, pleading that the 
apparatus was of out-of-date type, no longer made, and 
unsuited to the operation of the Rocket railcar trains. 
It is now announced that the application has been refused. 
The commission says the apparatus is still working 
correctly and there is stock replacement material still on 
hand. Further it is uncertain whether there will be dif- 
ficulties with the railcar trains, and if there are whethe1 
they cannot be easily overcome. Altered traffic conditions 
call for more, not less, safety and A.T.C. should be kept 
in service. There is need for devices which will effectively) 
counteract the risk of signals being disobeyed, especially 


where increased speeds obtain. It may, however, be 
necessary later to adopt different apparatus on this rail- 
way. At the present time there are 10,477 route miles of 


line and 9,125 locomotives in the U.S.A. fitted with train 
control and/or cab signal equipment. Some lines have in 
recent years been permitted to remove such apparatus 
where traffic had markedly declined, while cab signals 
alone have been authorised on 4,148 track miles and 2,631 
locomotives. 
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Accidents to Railway Employees 

| management of the Cundinamarca Railway, of 
Bo.ota, Colombia, has adopted a graphic method of illus- 
in the yearly report, the incidence of industrial 


tr 
u nts occurring to the employees of the railway while 
on service. An anatomical diagram of a full length human 
fure is shown, on which the number of accidents is 


indicated by a corresponding number of dots in the posi- 


tions of the injuries. In the report for the year 1935 
the diagram shows that out of the total of 250 accidents 
during the year, the greatest number, 87, were cases of 
injury to the hands, while 50 cases referred to injuries 


to the feet, 35 to the legs, and 19 to the head and face. 
The distribution of accidents between the different depart- 
ments, also indicated on the diagram, showed that 46 per 
cent. of the total number occurred in the Engineering 
Department, and 37 per cent. in the Traffic Department, 
while the workshops are shown with the surprisingly small 
yoportion of only 17 per cent. A statistical summary 
given in the report of the causes leading to time 
,. 


ugh sickness. 
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ost thre 
* a * * 

Less Common Locomotive Fuels 

We in this country are so used to assume that good 
quality coal is essential for a satisfactorily steaming loco- 
motive boiler, that other fuels are apt to be overlooked. 
Actually, of course, oil is largely used in many countries 
with great success, and has certain advantages over coal; 
ilso there is a great deal of wood fuel burnt for less ex- 
acting duties. Low grade coals requiring large grates 
and other special appliances are, moreover, extensively 
used, and to a more limited extent there are briquettes 

generally mixed with low grade coal—and _ pulverised 
coal. The proximity of the source of supply or cost of 
freight usually dictates what fuel can be used most econo- 
mically, but there are a few notable exceptions; Burma 
fer instance— which is the home of fuel oil—burns 
nothing but coal on main, and coal or wood on secondary 
lines. But occasionally it happens that unusual fuels are 
found in tenders and fireboxes, as when Brazil was glutted 
with and this drug-in-the-market was substituted 
for coal or wood. More recently on the Kenya & Uganda 
Railways, waste weevil-infected maize was tried in a 4-8-0 
type locomotive. The tests proved that though full-capa- 


cotte 


city freighted loads could be hauled, there were many 
disadvantages entailed. Firing was difficult and the 


maintenance of the heavy fire that was essential tired out 
three men. Refuelling had to be frequent, and a brick 
arch and speciai grate fitted. Other unusual fuels have 
also been burnt in emergency or experimentally, but not. 
we believe, with much success. 


* * * * 


What Streamlining Weighs 

A correspondent, in a communication on various rail- 
way topics, calls attention to what he describes as “‘ the 
excessive addition to the weight of a locomotive when 
streamlining is resorted to.’’ The large area of plating, 
supporting brackets and other fittings involved must, he 
asserts, in the case of the largest engines even in this 
country, run into several tons, and that, in his opinion, 
has a substantial bearing upon the question whether 
streamlining is worth while. At a time when locomotive 
designers are seeking to reduce weight by using thinner 
plates for the boilers, reducing rod sections, and, wherever 
possible, cutting down the number of component parts— 
also by adopting welding instead of riveting, and so on— 
is it not a mistake, our correspondent asks, to pile on 
Weight by covering the locomotive with shrouding, which 
not only spoils its appearance but makes it heavier, and 
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in the end has a very doubtful value at the speeds worked 
to? The L.N.E.R. ‘‘ Sandringham ’’ class 1s cited as 
an example. This engine (without its tender) weighs 
77 tons 5 cwt. as originally built; and 80 tons 10 cwt. 
when streamlined, a difference of 3} tons; and much the 
same variation occurs in other cases. The Princess Royal 
on the L.M.S.R. weighs 104 tons 10 cwt., and the stream- 
lined ‘‘ Princess Coronation ’’ class 108 tons 2 cwt., this, 
of course, being a larger engine altogether. Our corre- 
spondent’s contention ,that streamlining is not worth while 
in view of the added weight, is open to debate. In any 
case, it is not without significance that in the ‘‘ Sandring- 
ham "’ class the adhesion weight of the streamlined engine 
is 2 tons 3 cwt. more than as originally planned. 


* * * * 


Locomotive Mileage in Peace and War 

Last week we summarised the paper entitled ‘‘ Modern 
Development in Railway Operating Practice’’ read by 
Mr. V. M. Barrington-Ward, on November 8, at a 
meeting of the Institute of Transport. During the discus- 
sion of the paper, Lieut.-Col. A. H. L. Mount called 
attention to the fact that economics, coupled with the 
wonderful staying power of the modern steam locomotive, 
its flexibility, and adaptability, made the justification of 
its suppression today more difficult than ever. Its 
amazing increase in efficiency is illustrated by the fact that 
although the annuai steam train mileage of the main-line 
railways has risen during the last ten years by 5 per 
cent., the number of their steam locomotives has decreased 
by 17 per cent., from 21,600 to 18,000, the latter figure, 
of course, including some thousands of new engines. Col. 
Mount added that he personally felt great care should 
be taken to see that in suppressing steam haulage, the 
estimated return on electric traction was not inflated by 
negiecting relevant expenditure, such as for signalling and 
other works necessary to cope with traffic expected under 
the changed conditions: The burden on British railways 
in war would, he said, be onerous, and _ sufficiently 
organised as they were today for peace-time operation on 
an economic basis, the fact should be borne in mind that 
the consequent reduction of locomotive stock tended to 
lessen the margin which was so useful in war, when power 
and speed were comparatively minor considerations. In 
August, 1914, there were some 23,600 steam locomotives 
in this country, compared with 19,900 today. 


* * * * 


Zones of Silence 

We see that a newspaper columnist, seeking a simile 
for idle talk, has written of ‘‘ the chatter in a railway 
waiting room.’’ The phrase does not strike us as having 
been very carefully chosen, for waiting rooms are among 
the few remaining places where man, awed by the tardy 
mystery of time, relapses into reverential silence. Ranged 
in formal rows upon the unyielding benches, or grouped 
in listless attitudes about the central table, we lay aside 
for a salutary space the burden of our personalities. Who 
knows what differences might not be adjusted were the 
talks and conferences of modern diplomacy to be held in 
railway waiting rooms? A _ fellow feeling makes us 
wondrous kind, and if there is one feeling common to 
authoritarian and humanitarian alike, we suppose it to 
be that which proceeds from a hard seat and the know- 
ledge that release must wait upon the inexorable processes 
of time and the train service. As servants of the public, 
the railways now provide waiting rooms with gay decora- 
tion and alluring upholstery; but as asylums for whole- 
some meditation by men of all creeds, the old style waiting 
rooms hold something in their favour. 
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The Latest L.M.S Hotel 


T is difficult to imagine what Manchester would be like 

without the Midland Hotel which was opened over 
34 years ago, in September 1903. It is a striking testi- 
mony to the practical imagination of the late Sir William 
Towle. Ever since then, in addition to accommodating 
visitors to Manchester, it has fulfilled the function of a 
sort of unofficial city hall where the residents of Man- 
chester and surrounding districts have foregathered for 
business meetings, social functions or private entertain- 
ment. The Midland Adelphi Hotel at Liverpool, opened 
some ten years later, has served a similar purpose for 
that city. 

Last week, the London Midland & Scottish Railway, 
with the opening of the new Queen’s Hotel at Leeds, 
completed its triumvirate of hotels in the cities of Man- 
chester, Liverpool and Leeds. An illustrated description 
of the new hotel and an account of the official opening, 
appears elsewhere in this issue. It was opened by Lord 
Harewood, accompanied by the Princess Royal, and is 
the first occasion on which an hotel has been formally 
opened by a member of the Royal family. The only 
possible precedent was on June 5, 1854, when the Prince 
Consort, accompanied by the Prince of Wales who after- 
wards became King Edward VII, visited the G.W.R. 
Royal Hotel at Paddington. It was considered at the 
time that this visit was made in connection with the 
opening of the hotel, as in fact it was opened as and 
from that date, although there was actually no official 
opening ceremony. 

The popularity of the former Midland Railway with 
the travelling public was in a great measure due to the way 
in which it studied passenger comfort by the high standard 
of its rolling stock, the general excellence of its restaurant 
car services and the courtesy and efficiency of the staff 
employed thereon, and also to its hotels which both in 
their design and service struck an entirely new note in 
provincial hotels. Since the Midland Railway became a 
constituent of the present London Midland & Scottish Rail- 
way, the board in our opinion, has most wisely continued 
the same policy with even increased vigour and imagina- 
tion. Since Mr. Arthur Towle was appointed Controller of 
the whole of the L.M.S. Hotel, Refreshment Room, and 
Restaurant Car Services in 1925, great improvements have 
been effected in the hotels at Euston, Glasgow, Edinburgh, 
and Manchester in addition to the opening of new hotels 
at Stratford-on-Avon, Morecambe, Stoke-on-Trent and the 
Kyle of Lochalsh. The hotels are of two categories; the 
holiday resort hotels of which Gleneagles and Turnberry 
are notable examples, and the hotels in business centres. 
Altogether the company now owns and operates no fewer 
than twenty-six hotels, and has a stock of over 300 
restaurant cars. For the last financial year the receipts 
from hotels, refreshment rooms and cars amounted to 
£2,985,241, and the surplus of revenue over expenditure 
was £388,872 

In the past there has been some criticism on the part 
of shareholders and others regarding the hotel enterprises 
of British railways, and, last year, Mr. Arthur Towle con- 
tributed an article on this subject to the monthly journal 
of the British Railway Stockholders’ Union, which we 
commented on at the time. Concerning the view that the 
provision of hotel accommodation should be left to separate 
private enterprise, Mr. Towle observed that, with certain 
notable exceptions, such as London and well-known spas 
and resorts, the cities and towns where hotels have not 
been provided by railway companies are less well equipped 
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in this respect than those places which have been go 
favoured. Moreover, if it be taken for grantec that 
railway companies are still the parties most interested jn 
transport, it would seem reasonable that they should have 
some jurisdiction over the accommodation their Passengers 
receive, and it is only by themselves owning and con- 
ducting hotels that such control can be exercised effec- 


tively. The patronage of hotels in the provincial cities, 
particularly manufacturing cities, bears little relation to 
the conditions prevalent in London, where there is not 
only a business clientele but a pleasure-seeking one. [n 


provincial towns, hotels are used largely for three or four 
nights a week only, and the hotel has to be conducted 
during the week-ends with a considerable proportion of 
its rooms vacant. In the larger cities there is, of course, 
local business to be done for residents in that area, and 
this is an important function of the railway hotel as it 
forms an ever-present connection between the local busi- 
ness community and the railway company, although such 
business—from a financial point of view—cannot entirely 
recompense the hotel in a provincial centre for the mor 
even standard of letting which exists in hotels in the West 
End of London. Largely for this reason, provincial 
hotels frequently cannot quote the lower charges (by com- 
parison with similar charges in London) to which the public 
sometimes feels entitled. This condition probably also 
accounts for the comparatively small amount of hotel 
development in the provinces by individual private 
enterprise. 

The functions of a railway hotel were summarised by 
Mr. Towle as: (a) to foster travel, both for business and 
pleasure; (b) to exercise in the district in which it is 
situated such functions as will provide a focus from 
which the owning company can deal with the tourist and 
transport services in the neighbourhood; (c) to help the 
owning company, by the amenities offered, to keep 
travellers to the railways; and (d) to increase, as an 
economic entity in its due proportion, the net earnings of 
the company. 

How greatly local opinion welcomes this latest enter- 
prise of the L.M.S.R. is shown by the following extract 
from a leading article in the Yorkshire Post. ‘‘ The lead- 
ing hotel of an industrial city does far more than accom- 
modate visitors, however efficiently it may perform this 
primary task. It serves also as a centre for all kinds 
of gatherings, for banquets and memorial dinners, for 
dances and seasonal festivities, for conferences and_busi- 
ness negotiations. Here, at lunch time, friends and col- 
leagues and competitors find it easy and pleasant to meet, 
sometimes simply for good food and talk, sometimes for 
those informal discussions which are often so fruitful in 
getting business done. Here, at tea time, ladies are enter- 
tained, and many good reasons will be found by hard- 
worked industrialists for tearing themselves away from 
their offices to join—of course, only for a few minutes— 
in these social occasions. By dinner time the city’s work 
is mostly over, but not the work of the hotel manager 
and his staff. In the banqueting room there is a public 
dinner, perhaps, with toasts and speeches. Some part of 
the hotel may have been engaged for one of those private 
parties which many people nowadays find it difficult to 
give in their own homes. In the main restaurant it is 
the hour of shaded lights and music, with dancing, prob- 
ably, and a hint of romance in the air. And even when 
its public rooms are empty the hotel is still at work, for 
its service never halts and its entrance doors are never 
locked With the opening of the new Queen’s Hotel 
the city of Leeds will indeed acquire an active new 
organism in its midst, and one from which its social and 
commercial life will surely draw stimulus and invigoration 
for many years to come.”’ 
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Holidays With Pay 


Tee practicability of granting holidays with pay by 
employers to their workpeople has been much dis- 
cussed of late. A few months ago a Private Member's 
Bill on the subject was given a second reading in the 
House of Commons and the Government then decided that 
the matter merited investigation. Accordingly, the Minister 
of Labour appointed a committee under the Chairmanship 
of Lord Amulree, whose wide general experience, notably 
as President of the Industrial Court, and as chairman of 
Royal Commissions, specially fitted him to guide the 
official enquiry. The committee has taken much evidence 
from individuals and public bodies, and, in all likeiihood, 
has been impressed by the growing tide of public opinion 
in favour of holidays with pay, as well as by the fact 
that important groups of workers, like those in the 
engineering industry and railway shopmen, have recently 
been granted holidays with pay to operate for the first 
time in 1938. The railway companies are interested in 
the problem from more than one angle. Thus, their views 
as employers of over half-a-million workpeople covered by 
comprehensive and effective machinery of negotiation must 
command attention. Then, too, the fact that many hun- 
dreds of thousands of workpeople in other industries and 
occupations throughout the country will, in future, be 
entitled to paid holidays is likely to bring greatly increased 
traffic to the railways and the holiday resorts they serve. 

At the invitation of the Government Committee of 
Inquiry, therefore, Mr. Keneim Kerr, Chairman of the 
Railway Staff Conference, on Wednesday appeared before 
the committee and gave evidence on the staff and labour 
ispects, and Mr. C. J. Selway, Chairman of the R.C.H. 
Superintendents’ Conference, dealt particularly with the 
Earlier Holidays Movement and explained the willingness 
of the companies and the holiday resorts, to co-operate 
in any practical scheme to mitigate the disadvantages 
of the present concentration of holidays. The companies’ 
views thus given are summarised in our news section. 
Mr. Kenelm Kerr showed that out of a total staff of 
approximately 573,000, over 538,000 employees of the 
railway companies receive holidays with pay and, in 
addition, 27,000 are granted holidays although not pro- 
vided by agreement. The only sections not allowed paid 
holidays are confined almost entirely to grades coming 
within the dock industry, concerning which negotiations 
are already in progress. The companies, while having 
no objection in principle to the granting of holidays with 
pay, emphasise that the provision involves considerable 
cost, that it is in essence an enhancement of wages, and 
that ‘‘ it should be regarded as an integral part of the com- 
prehensive contract of service.’’ They consider that the 
question is a matter for each industry to deal with and 
is not suitable for settlement by statutory enactment. We 
agree with these views and also with the statement made 
by Mr. Kerr that ‘‘ any legislative measures compelling 
an industry to grant holidays with pay, irrespective of 
the particular circumstances of that industry, would in 
the view of the railway companies be adverse to the 
economic position of the industry, and would constitute 
1 grave disservice to the valuable principle of settling 
wages and conditions of service by means of organised 
voluntary collective negotiation.”” — 

Mr. Selway drew the committee's attention to the already 
wide disparity in the amount of passenger traffic to be 
handled during July and August as compared with other 
periods, and suggested that a certain amount of incon- 
venience to the travelling public in general is likely to 
ensue if additional large sections are able to travel in 
July and August to holiday resorts. Mr. Selway pointed 
out that the movement of holiday travel is mainly con- 
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centrated on Saturdays during a limited period and, “‘ in 
consequence a heavy burden is imposed on the railways 
in the provision of large quantities of working plant 
which during the greater part of the year are in excess 
of requirements and could be more effectively employed 
if the flow of traffic were more even over a longer period 
of the year. Any increase of railway travel at week- 
ends in the height of the summer is therefore bound to 
impose a heavier burden on the railways in the provision 
ot rolling stock, engine power, and other facilities.’’ In 
support of this Mr. Selway gave a number of interest- 
ing statistical comparisons, including a statement of the 
total number of passenger trains (booked and relief) dealt 
with at selected points on Saturdays June 5 and July 31 
this year. Examples are given of Crewe, York, and 
Taunton, but perhaps the most striking figures were in 
respect of Victoria (S.R.), 116 in June and 252 in July, 
and Waterloo (S.R.), 62 and 163 respectively. 
* * * * 


Spanish Railway Nationalisation 


THE Decree of the Valencia Government dated October 

21, 1937, nationalising the railways, is signed by the 
Minister of Communications, Transports and Public 
Works, Sefior Giner de los Rios, and countersigned by 
the President of the Republic, Sefor Manuel Azana. The 
preamble, a not very convincing effort to justify the 
action of the Government, refers to the railways as really 
the property of the State since these were leased to the 
concessionnaires for a period, two-thirds of which has 
already expired in the majority of cases. Not only in 
the present abnormal circumstances but because the rail- 
ways are a public service they should not be ‘‘ subor- 
dinated to private interests.’’ The State has contributed 
more than two thousand millions of pesetas to the prin- 
cipal lines. All this, it says, points to the convenience 
of a more direct control by the State and by the em- 
ployees’ representatives ‘‘ who have already shown their 
competency in the matter.’’ Article 1 says that with 
all the railways, of broad and narrow gauge, taken over 
under the Decrees of August 3 and December 26, 1936, 
there shall be formed a ‘‘ National Railways ’’ system, 
‘‘ passing to the State the assets and liabilities of the 
undertakings,’’ in the conditions laid down in Articles 2 
and 3 of the Decree of August 3, 1936 (see THE RAILWAY 
GAZETTE of August 28, 1936). Clause 2 refers to the 
unification of the accountancy. Article 3 creates a 
‘‘ National Railway Council ’’ composed of a President 
and eighteen members, from among whom a secretary 
is to be elected. Of the eighteen members, nine are to 
represent the State, six the workers, and the remaining 
three are the heads of the technical services. The Presi- 
dent will be the Minister of Communications, Transports, 
and Public Works, and the members representing the 
State will be drawn from various Government depart- 
ments. The representatives of the workers are to be 
elected by the men, one to be an engine driver, one a 
platelayer, and the third a stationmaster or booking clerk. 
Article 4 provides for the creation of the services of the 
administration under the National Council, these being 
the technical, commercial, financial, juridical, and social. 
The technical services are those of traction and rolling 
stock, way and works, and operation. Article 5 provides 
for the division of the National system into various 
divisions, for each of which a delegation of the National 
Council will be appointed. Article 6 refers to the drafting 
and approval of the rules for the functioning of the 
National Council and the general regulations for the work- 
ing of the system. Article 7 says the Government will 
dictate later the orders for the railways of a specialised 
nature, including the Metropolitan lines of Madrid and 
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Barcelona. Article 8 reads that the first consideration 
of the new administration must be to ensure that the earn- 
ings of the railway system shall suffice to cover the 
working expenditure, and Article 9 refers to the estimates 
of receipts and expenditure which the National Council 
is to submit to the Government each year. Under Article 
10 the National Council may submit proposals for vary- 
ing the estimates, creating new services, &c. Article 11 
provides for the dissolution of the Working Committees 
created by the Decree of August 3, 1936, when the 
National Railway Council has been constituted, and also 
provides for the handing over to the new council of the 
services, funds, stocks, &c. Articles 12, 13, and 14 relate 
to the re-election of members, &c. 

The first reflection prompted by this Decree is one of 
surprise that the Valencia Government, on the eve of ts 
removal to Barcelona and in time of war, should have 
considered it necessary to take this radical step of 
nationalising the railways, or such of the railways as are 
still working in the Eastern Provinces. The Decree of 
August, 1936, was perhaps justified, primarily as a wat 
measure, but really because the workers’ committees had 
already seized the railways. It may be that the reason 
for the new Decree is to save the railways from the tender 
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wholesale confiscation. The new Decree provides for 
taking over ‘‘ all the assets and liabilities of the under- 
takings,’’ but does not as much as mention the real owners 
of the railways, that is the companies and their share- 
holders and debenture holders, with whose initiative and 
capital was built up the railway system which has con- 
tributed so greatly to Spain’s development. It may be 
another step towards the “ collectivisation ’’ of wh 
much has been heard, but there has hitherto been no such 
manifest proof that ‘‘ collectivisation ’’ meant confiscation, 
and in this new Decree there is not the slightest attempt 
t»> disguise the true intentions of the Government tt 
cannot surely be alleged that in voluntarily taking over 
the “‘ assets and liabilities ’’ the Government is prepared 
to draw up a balance between the two, in favour of or 
against the original owners or creditors, because in this 
case provision could have been made for a settlement, or 
at least for hearing the interested parties. As the railway 
companies are entirely ignored in the new Decree it can 
only be assumed that the intention is to confirm the seizure 
of the lines and so confiscate the property of the share- 
holders, notwithstanding the old and new legislation, and 
the very Constitution that the Valencia Government is 
supposed to uphold. The Decree ends with the old formula, 


h so 








mercies of the Workers’ Committees, and to assert the that ‘‘ account will be given to the Cortes,’’ but this, with 
new-found authority of the Government over the the present constitution of the Cortes, it is to be feared 
extremists, but this 's no excuse for what amounts to is but an empty formality. 
(The Editor is not responsible for the opinions of correspondents) 
*“* Bradshaw ”’ French Jndicateur at fr. 15, or the German guide at RM 
2:50, but its contents are not so clearly and _ logically 
56, St. Mary’s Mansions, displayed. 
Paddington, W.2 Yours faithfully, 
November 15 R. E. CHARLEWOOD 
[To THE EDITOR OF THE RAILWAY GAZETTE : 
Sir,—I was interested to read the notice (on page 615 of Fast Freight Train Running 
the November 12 issue) of the winter edition of Bradshaw, National Liberai Club, Whitehall Place, S.W.1, 
but although I agree with your reviewer that Bradshaw's and 27, Lion Chambers, Huddersfield 


supremacy in Great Britain is most unlikely to be success 
fully challenged, there are reforms which certainly ought to 
be urged upon its publishers. The standard of accuracy 
is very much below that of pre-war days—it is quite usual 
find errors on the which record alterations 
of train-service—and there are examples throughout the book 
of misplaced trains (wrong order of columns) even where 
space is available for a proper time-sequence to be observed. 
You mention the deplorable results of ‘‘ compression ’’ in 
certain suburban tables, but the sectionising and compression 
of main timetables is equally bad (the Dublin and Belfast 
service of the Great Northern of Ireland is an example) and 
the time undoubtedly come when the summer 
should contain special ‘‘ Saturdays only ’’ pages in order to 
reduce the multitude of column-notes. Many of these, even 
in the winter issues, are quite unnecessary—why, for in- 
stance, should a Euston to Birmingham express carry the 
TC note, or be specially referred to as an “‘ express, London 
to Wolverhampton ’’ on. page 474?—and there are even 
where a train is shown in one column, with a note 
of a Saturday variation in every station time, although 
the adjacent column is free for a ‘‘ Saturdays only ’’ and 
‘Saturdays excepted ’’ timing. To those of us who value 
Bradshaw as a handy record of train service changes, it is 
most unfortunate that alterations no longer coincide with 
the date of publication of the guide, or are not announced 
to the publishers in time for inclusion in the forthcoming 
issue, but I do seriously urge a real revision and simplifi- 
cation of the tables, for the planning of which Messrs. 
Blacklock should obtain the advice of travellers who have 
used the guide for many years, and study recent improve- 
ments in Continental timetables. Bradshaw, even at five 
times its pre-war price, still compares reasonably with the 
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November 8 
To THE Epiror oF THE RAILWAY GAZETTE 

Str,—The article on page 799 of your issue of November 5 
dealing with fast freight train running on the L.N.E.R. main 
line, is of great interest. and recalls the work of the L.M.S.R. 
fully fitted freight trains between Huddersfield and Broad 
Street, the up train leaving Huddersfield at 9.20 p.m., and 
its counterpart leaving Camden at 9.40 p.m. Whilst the 
average overall speed of these trains is considerably less than 
that of the L.N.E.R. train recorded, the locomotive work 
involved is probably more exacting. These trains are routed 
over the Charnel Valley section of the former North Stafford- 
shire Railway, and before reaching the ‘‘ speeding ground ” 
of the L.M.S.R. main line at Nuneaton the up train has to 
face the very difficult start from Hillhouse sidings, Hudders- 
field, to Standedge, and the tortuous route from Diggle to 
Stockport; this is followed by the Churnet section, hardly 
suited for fast running, to Tutbury, where the only stop is 
made, for engine purposes. I have not my figures with me, 
but I believe the average speed over this section is approxi- 
mately 30 m.p.h. Between Burton and Nuneaton the line is 
mostly single track. From Rugby the train is given the fast 
road, and the average between Tutbury and Willesden is 
approximately 35 m.p.h. : 

The down train has almost as arduous a task. The regular 
loading in the up direction is 40 wagons, and owing to the 
route used engine power is restricted to the parallel-boiler 
2-6-0 class, the same engine and men working the train 
throughout. The engines concerned must be worked to the 
limit of their powers on these trains, and I believe their 
record over a period of seven years has been extremely good. 

Yours truly, 
PATRICK E. HIRST 





tol 
Ge 


trl 

of 

thé 
suc 
act 
spt 
re\ 
she 
atl 
gol 
ant 
fol! 


bor 


Tal 





YUM 


November 19, 1937 


THE RAILWAY GAZETTE 


PUBLICATIONS RECEIVED 


Railways’ Athletic Association 
Official Year Book, 1936-37. Thorn- 
ton Heath: P. W. Holdaway, Hon. 
Gen. Secretary, 36, Grove Road. 8} in. 


5! in. 315 pp.—lIt is a_ splendid 
trib to the organisers and supporters 
of t Railways’ Athletic Association 


that within ten years of its inauguration 
such a wide range of interest and 
activity in so many fields of amateur 


sport as are touched upon in this 
review of the R.A.A.’s past year’s work, 
should have been built up. Football, 
athletics, billiards, bowls, chess, cricket, 


rifle-shooting, swimming 
and tennis all have their enthusiastic 
following under the R.A.A. This year 
book gives, besides the portraits of the 
President, Vice-Presidents and officers 


solf, hockey, 


of the association for 1936-37, reports 
from the various section § secretaries, 
and reproductions from photographs 


taken at the principal meetings and of 


committees. The reports must be 
eratifying to the many railway officers 
whose support, both active and pecu- 
niary, does so much to make these 
organised meetings possible and = so 


promotes a friendly team spirit amongst 
engaged in all branches of the 


those 
raliway service. 


Advertising for 
Engineers. By C. W. Hanson. Lon- 
don Morgan Brothers’ (Publishers) 
Limited, Proprietor of The Engineer, 
28, Essex Street, Strand, W.C.2. 8in. 

5} in 68 pp. Price 3s. 6d. net.—The 
advertising problems of the engineer 
are shown by Mr. Hanson to begin 
with the fact that he is addressing an 
analytically-minded audience. Pur- 
chasers of engineering equipment are 
not likely to be swayed in their choice 
by mere familiarity of name un- 
supported by positive knowledge of 
attributes. When objects are sold at 
sixpence a packet, both the solemnity 
of decision and the 
disappointment are at a minimum. A 
title or slogan that sticks in the mind 
attractiveness or 


Principles of 


consequences of 


for some reason of 
repetition is, however, of little use to 
the engineering advertiser. His require- 
ment is scientific planning rather than 
a stream of brilliant ideas. After dis- 
the policy and finance of 
advertising, Mr. Hanson attacks the 
question of media—or the presentation 
f the right advertisement in the right 
setting While, as is shown in the 
earlier chapters, the engineering public 
is not swayed by catchiness, it does allow 
itself to be influenced by evidence of 
knowledge and_ responsibility. The 
merit of advertising in the specialised 
technical press is shown by the author 


cussing 


to be more than the obvious one that 
such advertisements are addressed to 

large a proportion of interested 
readers ; it proceeds also from the 


iuthority and conviction shed by valued 
editorial matter upon the advertising 
pages which accompany It. Practical 
a ice 1S given upon the preparation of 


advertiscments, and the circumstances 
in which such matters are profitably 
handled by agents. In this connection 
Mr. Hanson acknowledges the “ valu- 
able sources of help to the advertiser ”’ 
constituted by technical papers which 
in their own advertising departments 
and studios undertake the preparation 
of clients’ publicity, and advises full 
use of the expert services so furnished. 
There is a useful chapter on press 
liaison, in which Mr. Hanson shows how 
such work can be conducted in a 
manner profitable to advertisers and 
editorial departments alike. He con- 
trasts with such well-ordered liaison 
the statements sometimes circulated to 


the press in which the news (if any) 
takes more time to extract from the 
accompanying self-compliment — than 


many editorial departments can afford. 


The Modern Book of Engineering. 


By W H. McCormick. London 

A. & C. Black Limited, 4/6, Soho Square, 
W.1, 16 in. 7} in. 144 pp. 25 illus- 
trations from photographs. Price 5s. 


net.—Though written ‘“ for popular con- 
sumption,’ this excellently illustrated 
and produced work contains a consider- 
able amount of technical detail and is 
by no means merely a “ book for boys.”’ 
The scope of the text includes most of 
the major branches of civil and mech- 
anical engineering, and among the works 
described are the building of a loco- 
motive, the assembling of a mass- 
production motorcar, the construction 
of an ocean liner, great tunnels under 
both mountains and rivers, the Suez, 
Panama, Welland Ship and other canals, 
and all the principal types of bridges. 
Among the illustrations of railway im- 
port are: an L.M.S.R. 4-6-0 being lifted 
by overhead cranes, a ‘‘ Royal Scot ”’ 
under construction, an under-rail view 
of an L.N.E.R. 4-6-2 on the weighbridge 
at Doncaster, the Gotthard Railway 
spirals, near Giornico, construction 
views of the Simplon and Gotthard 


tunnels, and the Forth, Quebec and 
other bridges. The book is a clever 


blend of general information and simply- 
explained technical detail, and is, in 
fact, a mine of information, written in 
such a way as to be of interest to 
the engineer as well as to the general 
public. 

Winter Sports.—The annual winter 
sports guide issued by Thos. Cook & 


Son Ltd., Berkeley Street, London, 
W.1, is, of course, devoted largely to 
Switzerland, and the facilities, attrac- 
tions, and accommodation at all the 


Swiss centres are very fully described 
and illustrated. Austria, Italy, Ger- 
many, and the Scandinavian countries, 
and others further afield are also dealt 
with from the point of view of the winter 
enthusiast. There are many 
pages of useful general information 
calculated to inspire the with 
confidence, and to provide the more 
experienced visitor with the means of 
enjoying still more fully his next 


‘ 


sports 


novice 
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winter-sports holiday. There are various 
new and interesting features this season, 
which include the additional centres— 
Flims, Wengenalp, Eigergletscher—and 
also ‘‘ off the beaten track ’’ holidays in 
Czechoslovakia. A most useful innova- 
tion is the arrangement of novice and 
juvenile parties in connection with a 
special excursion train operated in con- 
nection with the Dover-Ostend route ; 
the arrangements for this train are the 
subject of a special folder enclosed. 
Holidays Overseas.—A guide book- 
let with a cheerfully designed cover 
has reached us from Dean & Dawson 
Limited, 7, Blandford Square, London, 
N.W.1. Entitled ‘“‘ Holidays Overseas ; 
it deals with tours in Africa, the 
Americas, Australasia, and the East. 
It may come as a surprise to many who 
choose as their holiday a voyage, say 
to the East or to the Antipodes, that 
for a comparatively small additional 
charge they can obtain a Round-the- 


World ticket and thus return by a 
different route. Those who wish to 
seek the summer in other lands will 


find the suggestions of this pleasant 
publication irresistible. 

Metal Refining.—The development 
of sodium carbonate as a desulphurising 
agent for cast iron has been a special 
concern of Imperial Chemical Industries 
Limited, whose experience is sum- 
marised within the 55 pages of a well- 
produced and illustrated book entitled 
‘ Sodium Carbonate for Metal Refining.”’ 
Although it covers the ground of 
previous IL.C.I. publications on the 
subject, there is also much new matter, 
so arranged and presented as to interest 
alike the metallurgist and the foundry 
foreman. After a clear exposition of 
the theory of the sodium carbonate 
process there are sections on what 
sodium carbonate is, what it does, how 
it is used, and how it reduces foundry 
The book also covers such sub- 
sidiary aspects of the process as its 
extension to non-ferrous metals and 
the effect of sodium carbonate on 
refractories. The versatility of sodium 
carbonate as a refining flux is emphasised 
in a section describing, with compara- 
tive tables and micro-photographs, not 
only how it reduces the sulphur content 
of cast iron, but how it refines 
graphite, reduces porosity in castings, 
prevents sulphur segregation, and re- 
moves ‘“ kish ’’ and non-metallic inclu- 
The photographs clearly show 
the fine machined finish obtainable by 
the process. Practical details are given 
of the design and use of modern equip- 
ment for operating the process, whether 
for basic or other blast-furnace iron, 
refined pig iron, grey iron castings, or 
iron for converter steel castings. The 
sodium carbonate been 
brought to the fore recently by reason 
of its importance to one of the most 
revolutionary developments in ferrous 
metallurgy for many years—the Bras- 
sert acid-burden process for blast. fur- 


costs. 


also 


s1OnS. 


process has 


naces, wherein the sulphur content 
of the iron is adjusted by sodium- 
carbonate treatment when the metal 
leaves the blast furnace. 
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THE SCRAP HEAP 


It is stated to be an offence, on 
Roumanian Railways—punishable by a 
fine—to travel in a smoking compart- 
ment unless one is indulging in a pipe, 
cigar, or cigarette. 

+ * * 

Polling booths are to be installed on 
long-distance trains on the day of the 
approaching elections to the supreme 
council of the U.S.S.R., according to a 
decision by the Central Executive Com- 
mittee Travellers on these trains 
holding voting rights certificates ”’ 
will thus be able to record their vote, 
states a Reuters message from Mos- 
cow. 

+ * ” 

Travellers on Canadian National 
trans-continental trains prefer break 
fast to any other meal. The General 
Superintendent of Sleeping, Dining, 
and Parlour Cars states that 38 per 
cent. of the meals taken last summer 
were breakfasts, 27 per cent. were 
luncheons, and 35 per cent. dinners 
Price does not account for the low per 
centage of luncheons, for the passengers 
Inay enjoy an excellently-served mid 


day meal for about three shillings, but 
the fact is, that trans-continental 
travellers occasionally ‘‘ skip ’’ lunch. 
By the end of the year well over three- 
quarters of a million meals will have 
been served to patrons in Canadian 
National dining, café, or buffet cars 
during 1937. 
* * * 
AN EXECUTION SPECIAL 

An excursion has been defined as 
‘a trip for pleasure or health,’’ but 
one would need a large stretch of 
imagination to include in that category 
a grim excursion special which was run 
on the North Midland Railway on 
March 31, 1843. On this date two 
special trains were run to Derby on the 
occasion of a triple execution. The 
condemned men were Samuel Bonsall, 
William Bland, and John Holmes; their 
victim was Martha Goddard of Stanley. 
It was computed that between 40,000 
and 50,000 people were assembled at 
Derby to see the execution of the three 
men. Many came from districts 20 or 
30 miles from Derby, walking the 
distance overnight or during the night. 
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The two special trains were run from 
Belper, Ambergate, Wingfield, Chester. 
field, &c. So great was the rush to 
get off by the first train that it was 
with difficulty that the carriage doors 
were closed. A disgraceful scene 
ensued, and fighting, wrestling, and 
swearing were universal. 
* * * 


It is said that no country has finer 
railways than Britain. A Frenchman 
who spent his holidays here last year 
is a champion of British railways, and 
particularly extols the Great Western 
‘““Not only,’’ he says, ‘‘ are there 
separate compartments labelled 

Ladies ' and ‘ Smoking,’ but in some 
of the trains there are also some set 
apart for ‘ Reading’ and ‘ Bat! 
From ‘The Best Railway Stories,’ 
published by the Richards Press 
Limited. 

. * + 

A bus conductor had been told to 
make his reports more brief and con- 
cise, and after a slight accident his 
report read as follows: “‘ Sir, I beg to 
report that there were two dogs in the 
road; one saw the bus coming, the other 
one never will.’’ 








One Hundred Years Ago 


Extracts from the November, 1837, 


issue of “ The Railway Magazine” 


(afterwards “* Herapath’s Railway Journal”) and the oldest constituent of 
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Gervman Railroads.—In consequence 
of one of those stupid under calcula 
tions which have done so much mis 
hief in this country, the railway spirit 
in Germany has sunk considerably. 
[he line from Dresden to Leipzic was 
estimated to cost 1,500,000 dollars, 
but it is now found it will cost near 
4,500,000. This unpardonable, or we 
suppose wilful, error has stagnated the 
whole, and it is doubtful whether time 
itself will obliterate the mischief done. 

Birmiughaw Railway.—This great 
line was opened to the public as far as 
fring, thirty-one and_ three-quarter 
miles from town, on Monday, the 16th 
ult An experimental trip was made 
under the direction of the London 
Secretary, Mr. Creed, on the previous 
Saturday with a large party. The dis 
tance was run in an hour. Tring is 
it the summit, and the whole distance 
is consequently uphill, at the average 
rise of about ten feet per mile. The 
peed, therefore, attained would be 
tbout forty miles an hour on a level. 
Ii seems that the times of reaching the 
tation had been calculated and fixed 
theoretically; and what is very grati 
fying, we understand the practical per 
formances corresponded with them ex 
ceedingly near About the beginning 
ot the year the line will be ready to 
Denbigh Hall, but it is likely not to be 
opened until completed to Wolverton, 
ibout fifty-one miles from town, which 
will probably be in March. When the 
line is once fairly opened great care 


will be taken to insure punctuality and 
prevent delays. The time-keepers at 
the stations will be regulated by London 
time, and under lock; a good chron- 
ometer will be furnished to each train; 
an engine at each station will always 
be ready, and despatched to meet any 
train not arriving within a quarter of 
an hour of its time. We _ presume, 
therefore, we shall be under no appre- 
hensions of a night’s lodging in the 
carriages from a restive or broken down 
steam-horse. 


American Railways.—By a_ map, 
lately published by Poussin, of the 
American railroads, it appears there is 
now constructed and in the course of 
construction, one continued length of 
railway, with a few steam-boat inter 
ruptions, from Portland, New England, 
lat. 44° to Pensacola, West Florida, 
Gulf of Mexico, lat. 303°, the total 
length of which cannot be less than 
from 1,300 to 1,400 miles, besides num- 
berless branches sprouting out from it 
of 100, 200, 300, &c., miles each. 
Added to this are many long lines 
scattered over the country, chiefly from 
inland places to their immense rivers 
and lakes. So that if the Americans 
go on thus much longer, the whole face 
of the country will be covered with a 
trelliswork of railways. 

Russian Railroad.—Five wersts of the 
Zarsko-Selo Railway were opened Octo- 
ber 7. Twelve journeys were made a 
day, and 16,213 passengers carried in 


5 days, increasing every day. The re 
ceipts of the 5 days were 21,255 rubles 
American Railway Expresses.—The 
rapidity with which the Government 
express was carried with the President's 
message to all the chief cities in the 
Union deserves a _ record. That to 
Philadelphia and New York is unparal- 
leled, perhaps, in the history of the 
world. The express left Washington at 
twelve o'clock on Tuesday and reached 
Philadelphia (145 miles) at six, and 
New York (242 miles) at three minutes 
before eleven, thus performing the 
whole distance in ten hours and fifty 
seven minutes! Seventy-four miles of 
railroad between Baltimore and Wilm 
ington were travelled in 1 hr. 55 min 


Railroads in Belgium.—The line by 
which the Belgians propose to connect 
their western boundary looking on the 
sea, with their eastern bordering on 
Germany, is already so far advanced 
as to be opened from Tirlemont to 
Ghent on the 29th of September. When 
the whole line is completed, the journey 
by steam-packet and railway, between 
London and Brussels, will be effected 
in sixteen hours. 

Prussian and Belgian Railway Junc 
tion.—It has been related to us as a 
curious fact, that the junction of the 
railways of these two nations is actu- 
ally in a tunnel near Louvain, on the 
borders of the two countries. This 
looks droll. It is rather a darkish com- 
munion. We wonder whether the two 
nations are afraid or ashamed to look 
each other in the face, that they meet 
in a hole; or is it the best place, do 
they think, to play their ‘‘ tricks upon 
travellers?’’ 
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RAILWAY AFFAIRS 


(From our special correspondents) 


SOUTH AUSTRALIA 


New Rolling Stock and 
Developments 


[he Government Railways construc 
tion gramme—work upon which has 
ilre begun—includes the building of 
seve w ‘‘ 620’’ class passenger, and 


six 20°’ class goods locomotives, 
il lditional diesel engines for rail 
urs ven new all-steel coaches for the 
east-west Broken Hill express service, 
nd ten coal hopper trucks of a new 


Designs are also being prepared 
steel corridor coaches for subur 
bal d country services. The work of 
fitt iutomatic couplers to coaching 
at xls stock is being pushed ahead. 
I roved facilities for the convey 
n f perishables are being provided, 
nd ven refrigerator are 
nt construction. A large number 
of rrow-gauge wagons are being re- 
puilt with increased capacity and West- 
brake equipment. 


NEW SOUTH WALES 


Selected Wages Employees 
Promoted to Salaried Staff 


bogie 


Vans 


ng 1Sé 


\ important and _ far-reaching 
sion was recently made by the 
Government Railways administration 


romote as many as 600 specially 
ted drivers, 
shunters, clerks, and 

examiners, from the wages to 
salaried sta ff. This change 
es with it substantial privileges, 
hould prove a powerful incentive 


guards, signalmen, 


electricians, 


ther employees to qualify for 

ir promotion 
[he ever-growing attractions on the 
Government Railways are the special 


itional day excursions and cruise: 


extending over from three to six days, 
hich have been in force for some 
time now They cater specially for 
dents and enable them to see and 
ppreciate the scenic beauties, and 


ral industries of the State. Recently 
have included visits to coal mines, 


irries, sheep-shearing sheds, woollen 
lls, some of the largest butter fac 
tories in the world, farms, erchards, 


waterworks, 


lertakings. 


ntations, and irrigation 


rhe Jenolan Caves, the 


hederal Capital, Canberra, and some of 
t inland towns have also been the 
tives of these educational excur 


ns and cruises, which, together with 
variety of excursions for adults, have 
ided to create a healthy travel sense 
roughout the State. , 


The New Caves Express 
\nother very popular feature is the 
w Caves Express introduced last 
vear, which runs through mountainous 
intry between Sydney and Mount 
Victoria. It normally seats 240 first 
and passengers, but has 
frequently had to be run in two parts. 


second class 


[he coaches are of the _ side-corridor 
type with extra wide windows, and 
buffet refreshments are provided. The 
colour scheme of the exteriar is now 
blue and gold coaching stock with a 
green locomotive. 
Livestock Traffic and Punctuality 
As might be expected, — special 
attention is paid by the Government 
Railways to cattle traffic. During the 
ended June 30 _ last, 
12,600,000 head of steck were carried, 
and, thanks to the care and measures 
taken, than two per thousand 
cattle, and less than four per thousand 
sheep arrived at their destinations 
dead or maimed. These measures in 
clude fast trains, second in speed only 
to passenger services, and new and im 
proved vehicles; over 1,000 sheep vans 
reconstructed that year 
self-cleaning other im 
provements making for more sanitary 
conditions and freedom from injury to 


year over 


le ‘SS 


during 
floors and 


were 
with 


inimals. The trains, scme of which 
cover as many as 800 miles, are now 
running to a high standard of punc 


tuality; during the twelve months 
ended June last, 95 per cent. arrived to 
time, and none of the remainder arrived 
consignments to 
creditable 


so late as to 
miss the 
record. 
Referring to punctuality, it may also 
be noted that time-keeping on the 


ause 


market, a most 


North Coast line, and of the Sydney 
Brisbane expresses in particular, has 
now reached a remarkably high stand 
ard. In the course of 200 journeys 
recently. this express was late on only 


height of the 
Christmas and excursion rush periods 


12 occasions during the 


In this connection it is noteworthy 
that in spite of greatly increased 
speeds of late, locomotive reliability 


has steadily improved, as the follow 
ing figures prove: 
miles run 


Average 


Per engine 
failure 


Per engine 
casualtyv* 


Per engine 
perannum 


1932 22,120 25,542 87,893 
1933 23,927 30,900 96,189 
1934 25,882 40,710 116,663 
1935 27,745 45,193 169,319 
1936 29 434 18,628 163,783 
1937 30,322 56,536 198,080 


TheSydney- Newcastle Train Service 
[hanks to the use of 107-lb. rails 
welded into long lengths, the Newcastle 


main line has been strengthened for 
high-speed running, and since Decem 
ber last the time between the second 


* An engine casualty is reckoned as occurring 
when delays of 5 min, are booked against the 
locomotive of an express, mail, passenger or 
mixed train, and of 10 min. in the case of 
livestock, goods, or mineral trains. 
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and first cities of the State has been 
reduced by a Saturday morning train 
to 1 hr. 20 min. for the 104 miles of 
difficult line. This train is non-stop, 
but is followed by another with four 
intermediate stops that is allowed only 
1 hr. 29 min. Other (business) ex- 
take 1 hr. 30 min., and the 
comfort of the modern rolling stock 
and punctuality are much appreciated 
by the public. 


press es 


ARGENTINA 


New State Railway Branch 
Opened 
The new branch of the State Rail- 
ways, 90 km. long, connecting El Mila- 
gro, in the Province of La Rioja, with 
Quines, in the Province of San Luis, 


was Officially inaugurated on Octo- 
ber 12, in the presence of the 
Governors of both Provinces and their 


respective Ministers. 


Grain Elevator Expenditure in 1937 


A Government Decree, countersigned 


by the Ministers of Finance and Agri- 
culture, fixes the current year’s expen- 


diture on grain elevators at $20,187,000 
paper. Of this sum $9,583,000 is allo- 
cated to terminal elevators; $4,104,000 
to rural elevators (out of the total of 
$12,810,000 assigned to them), and 
$6,500,000 to expropriations. The total 
estimate of the Grain Elevator Board’s 
expenditure is $51,980,000 paper. Ter- 
minal elevators are to be constructed at 


Buenos Aires (the New Port and Ria- 
chuelo), Quequen, Rosario (2), Villa 
Constitucién, Ingeniero White, Santa 


Fé, Diamante, Concepcién del Uruguay 


and La Plata. The rural installations 
comprise 20 elevators of 5,000 tons 
capacity each, and 20 of 3,000 tons 
each; the scheme includes 60 granaries 


of 650 tons, railway sidings and other 
It also provides for the expro- 
priation of the elevator belonging to 
the American Rural Development Cor 
poration at Rosario and 15 other units. 


works 


Engineering Lectures 


\t a meeting of the Buenos Aires 
Association of the Institution of Civil 
Engineers, held on September 23, 


Mr. H. W. Stevens, B.Sc., A.M. Inst.C.E., 
Buenos Ayres Great Southern Railway, 
read a paper on “ The factors governing 
the production of concrete for engineer- 
works,”’ illustrated by stereopticon 
Mr. J. H. Taylor, M.Inst.C.E., 
Central Argentine Railway, Vice- 
Chairman of the association, who 
presided, in proposing a vote of thanks 
to the lecturer at the conclusion, made 
some interesting historical references 
to the use of armoured concrete, which 
he traced back to the time of the 
Pharaohs ; the order of the Egyptian 
taskmasters to their servants to make 
bricks without straw having reference, 
he said, to the custom of mixing some 


ing 


slide S 


such material with clay to increase 
its strength. 
At a meeting of the River Plate 


Branch of the Institution of Mechanical 








Engineers, held on October 4, a paper 
on ‘ Diesel Traction on Railways,” 
to be read before the parent institution 


in London by Mr. G. K \mbady, 
B.S Tech was discussed Mi 
Ww. R. Livesey, Chairman of the 
branch presided, and the following 
took part in the discussion Major 
R. Kk. Hubbard, O.B.1 Messrs. D. S 
Purdom, J. Campbell by proxy 


E. C. Noble, R. W. Walker, H. V. M. 

I ‘ll, Savage and Mi Intyre 

Public Train-Naming Competition 
During the coming summer, the 


Central Argentine Railway is arrang 
ut an air-conditioned daylight 


ing to pu ; 

express into service between Buenos 
Aires and Cordoba For some. time 
past, the company has followed the 


practice of naming its principal long 
distance passenger trains, appreciating 
the fact that i named train is an advet 
tising asset, the value of which is en 
hanced when the title 


haracteristics of the train, or is asso 


expresses the 


ciated in the public mind with the par 
ticular zone which it serves On this 
occasion, the unusual course was fol 
lowed of inviting the public to submit 
ideas, a prize of $300 being offered t 
the person sending in the name adopted 
hy the railway The results exceeded 
ill expectations, evidence of the wide 

read interest shown in the innovation 


being afforded by the fact that 20,487 
uggestions were received, comprising 
ver 7,000 different names A jury of 


railway officials was then entrusted 
with the selection of a suitable name 
from amongst those submitted, that 
finally chosen being El Cordobés As 
this title had been sent in by 193 per 
sons. a draw was necessary, in order to 
decide the winner of the award 
New Southern Air Service 

\ new passenger and mail air service 
between Buenos Aires and Rio Grand: 
lierra del Fuego) was. officially in 
tugurated on October 14 Che service 
perated by the Aereeposta Argentina 
Company is an extension to Buenos 
Aires of the existing tir line between 
sahia Blanca and Comodoro Rivadavia 
the site of the national oilfields) which 
has been in operation since 1929, and 
which was extended to Rio Gallegos in 
1930 and to Rio Grande in 1935. The 
ervice is a bi-weekly one, leaving 
Quilmes i suburb. of Suenos Aires 
¢ the B.A.G.S.R.) on Thurs 


days at 7 a.m., and reaching Comodoro 
Rivadavia at 3.06 p.m., the distance 
between these two points being 1,012 
niles. The return journey is made on 


Friday leaving Comodoro Rivadavia 
it 7 a.m., and arriving at Buenos Aires 
Quilmes) at 3.06 p.m. On Sundays 


th hour of departure from Buenos 
Aires is 5 a.m., arriving at Rio Galle 
FOS i distance of 1.525 miles) at 6.06 


p.m., continuing the journey to Rio 
Grands . further 175 miles) on the 
Monday ind returning to Rio Galle 

is the same day. The return journey 
to Buenos Aires is made on Tuesdays. 


leaving Rio Gallegos at 5 a.m., and 
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irriving at Quilmes aerodrome at 6.06 
p.m Stops are made in both direc 
tions at Bahia Blanca, San Antonio 
Oeste, Trelew, Comodoro Rivadavia, 
Puerto Deseado, San Julian and Santa 
Cruz. The machines used are of the 
Junkers all-metal type, with accommo- 
dation for 17 passengers, and a maxi 
mum speed of 230 km.p.h. On the in- 
augural trip an average speed of 221 
km.p.h. was registered, the time for the 
trip from Buenos Aires to Comedoro 
Rivadavia being 6 hr. 41 min 


BURMA 


Final Report on the Breaches 


In continuation of the description, 
published in THe RatLway GAZETTE of 
September 10, of the very extensive 
breaches on the Mandalay and Moul 
mein lines, the following further infor 
mation is embodied in the Chief Rail 
way Commissioner’s report to the 
Government of Burma on this subject 

The estimated loss of gross revenue 
earnings due to the cessation or cur 
tailment of traffic caused by the 
preaches is Rs. 3 lakhs (£22,500) and 
the cost of restoration of the lines is 
ibout Rs. 54 lakhs (£41,250). The 
main line to Mandalay and the Pegu 
foulmein line were both completely 
closed to traffic for 17} days, and most 
of 50-mile damaged length of — the 
former has been re-opened only as a 
single instead of a double line. 


Some Details of the Repair Work 

In many places the track was swept 
off the bank by the water to a distance 
of 30 ft. away, and in consequence of 
this and the removal of support for 
long lengths, many rails were crippled 
The telegraph 
lines were also broken in places and 
the loss of this means of communication 


and rendered useless 


was a severe handicap 

By the vigilance of the subordinate 
permanent way staff, no injuries to pas 
senvers or damage to trains took pl ice. 

Notwithstanding the great assistance 
obtained locally in bringing some of 
the materials back to the banks from 
which they had been swept away, the 
major portion of the materials for re 
pairs had to be brought by engineering 
trains and some 36 lakhs of cu. ft 
(133,000 cu. yd.) were required or 
about 300 train loads. 

Single-line Working 

Due to the cascading effect of the 
water on the downstream side, the 
down main — line was much more 
seriously damaged than the up, and 
consequently every effort was concen 
trated upon restoring the latter—except 
it one bridge, No. 168, where the up 
line side was very seriously damaged 
ind had not been repaired when the 
report was issued—as soon as possible. 
With this end in view, all main line 
stations affected, were redesigned and 
altered where necessary as_ single-line 
crossing stations to take the longest 
voods trains. The signalling and inter 
locking at all these stations had to be 
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modified to permit the use of the sig 
nals for single line working. Single. 
line working was restored on Auvust 16 
—as was the Moulmein line traf ind 
on September 6 certain sections of 
double line were reopened. 

Special arrangements were necessary 
at Penwegon station to cover the neces 
sary single line working over Bridge 
168. Its eifect on traffic delays ‘nie 
reduced by bringing this bridge within 
the station yard limits and tably 
re-designing the layout and_ interlock 
ing. [he total labour employed be 
tween July 30 and September 15 was 
approximately 88,000  men-da of 
which 46,000 were Burman and 24.000 
were Indian. 3esides these, technica] 
labour from permanent way ganes was 


transferred from other districts This 
amounted to some 18,000 men-davs 


CEYLON 

Reduced Fares, Road Traffic 
Control and the Closing of Railways 

Reduced passenger fares have now 
come into force on the Government 
Railway, necessitating the printing of 
500,000 new tickets initially. 

Mr. L. T. Stott, Deputy General 
Manager, addressing the Nuwera Eliya 
District Planters Association recently 
assured his audience that there need 
be no fear of an immediate closin 
down of the Udapussellawa line. He 
ilso expre ssed the sentiment that it 
would be unfair to the residents of the 
island, and, in particular, to those who 
had been loyal to the railway, to take 
iway suddenly a means of transport 
on which they had come to rely Che 
principal cause of the railway deficit 
was road competition, and, until the 
State Council had approved the Bill 
now being drafted to control and limit 
road transport, it was considered un 
wise to take any steps towards closing 
railways, until it could be seen what 
was the reaction of traffic on such lines 
to the control placed upon the roads 
Even in cases where it was decided to 
close a line, due notice would be given, 
and an alternative form of transport 
would be decided upon before actual 
closing down took place. Government 
would give most careful consideration 
to this question in planting areas, said 
Mr. Stott, as the planters had always 
wholeheartedly supported the railway 
Schemes to Attract More Traffic 

Every effort is being made by the 
Government to popularise those lines 
which the Hammond Commission 
recommended should be closed as un 
remunerative, and in addition to the 
reduction in fares, goods rates are also 
to be lowered on these sections of rail 
way; these freight reductions will, 
however, apply only to goods flowing 
into Colombo. A simplification of 
goods tariffs is also to be tried. In 
place of the former 13 classes of goods 
a flat rate of 8 cents a ton-mile is to 
be charged, as it is upon a flat rate 
that the lorry competition is thriving. 
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NEW L.M.S. HOTEL AT LEEDS 


In addition to over 200 bedrooms, all with baths, by the provision of a 
Banqueting Hall, Grill Room, French Restaurant, American Bar, Brasserie, 
and five suites for private functions, the L.M.S.R. continues its policy of 
making its hotels the business and social centres of the great cities it serves 


(See illustrations on pages 889 and 890) 


A * outstanding event in the history of the British 
f& hotels industry was the opening last week by the 

the Earl of Harewood, accompanied by H.R.H. the 
Princess Royal, of the L.M.S. Railway’s new Queen’s 
Hotel, Leeds. Embodying many innovations and refine- 
ments which entitle it to rank as one of the finest hotels in 
the world, the new Queen’s Hotel represents an important 
addition to the social and industrial life of the North of 
England. It constitutes also a dignified and worthy con- 
tribution to the architectural features of the famous Leeds 
City Square. 

\lthough the hotel is in every respect an entirely new 
buiiding--to whose construction and equipment hoteliers, 
architects, engineers, and research experts have all con- 
tributed the very latest ideas in their respective spheres 

its name and goodwill are institutions of long standing 
in Leeds. In effect, the former Queen’s Hotel (a portion 
of which has remained open throughout the erection of its 
successor) has been replaced by a new building which 
will fulfil in Leeds the same social status, and will main- 
tain the same prestige, as are the perquisites in Liverpool 
and Manchester of the L.M.S.R. Adelphi and Midland 
Hotels respectively. 

In planning this great new hotel, Mr. Arthur Towle, 
Controller of L.M.S. Hotel Services, in collaboration with 
the associated architects (Messrs. W. Curtis Green, R.A., 
and William H. Hamlyn, F.R.I.B.A., the latter the 
L.M.S.R. Chief Architect), have preserved the essentials 


of unostentatious but attractive luxury, maximum ser- 
vice efficiency, and imposing but dignified exterior 


simplicity. 
The Station Improvements 


Che hotel building forms the first part to be completed 
of an extensive scheme for improving railway amenities 
in Leeds. The remainder of the programme, part of 
which is being carried out in conjunction with the London 
& North Eastern Railway, comprises the partial recon- 
struction of Leeds (Wellington) and Leeds (New) stations, 
including a new concourse, booking and parcels offices, 
&c. The scheme will enable the two stations to be worked 
jointly. In addition, there is now being erected alongside 
the new Queen’s Hotel a large modern office building, 
wherein will be housed approximately 400 of the L.M.S.R. 
staff in Leeds. In addition to being the headquarters of 
the Leeds District Passenger Manager, the building will 
accommodate other offices, while part of the basement and 
sub-basement will be occupied by a news cinema seating 
270 people. 

The frontage of the Queen’s Hotel on to City Square 
is 230 ft., while the eighth (top) floor has a maximum 
height of 115 ft. above pavement level. While the facade 
(which includes 12,000 cu. ft. of Portland stone) exhibits 
dignity and restraint, its design essentially reflects the 
character of a modern hotel. On one side the hotel is 
flanked by the new office building previously mentioned, 
and on the ether by a rubber-paved approach-road to 


the hotel banqueting suite and to the station concourse. 
There is also, direct access to the stations from the hotel 
itself. Columns supporting bedroom floors of the hotel 
which project over the station approach-road, are carved 
with designs symbolic of the towns served by the L.M.S.R. 


Sound-Resisting Equipment and 
Regulated Ventilation 


Among the many novel features of the new hotel are 
the special methods adopted to eliminate extraneous noise 
and to regulate ventilation. The lft-motors are situated 
in a tower 130 ft. above street level, thus preventing their 
working from interfering with the comfort of guests in 
the bedrooms or public rooms. 

As the result of sound readings taken by railway re- 
search engineers, it was ascertained that if double windows 
were installed in the rooms on the first and second floors 
of the hotel, street noises could be eliminated entirely. 
In this connection, the Leeds Corporation has removed 
the tram lines in front of the hotel a distance of 30 ft. 
away from the line of frontage, and has put in specially 
insulated manganese steel rails at all crossing places ad- 
jacent to the new building. This is a notable anti-noise 
achievement, since no fewer than four sets of tram lines 
and seven roads converge at the junction of the City 
Square where the new Queen’s Hotel is situated. When 
the double windows are closed it is possible to see the 
tramcars pass by and yet not hear them. 

Anti-noise principles have also been carefully observed 
in planning the layout of the bedrooms and public rooms. 
Each bedroom is divided from the adjoining one by a 
double partition of specially constructed acoustic slabs. 
The ceilings of the bedrooms are actually suspended from 
the constructional floors and insulated, thus preventing 
the transmission of noise from ceiling to floor. The floors 
are of the ‘‘ aerodrome ”’ anti-noise type. 

The two banqueting halls, accommodating respectively 
400 and 100 persons, have been similarly treated acous- 
tically to provide a perfect atmosphere for public speak- 
ing and musical entertainment. 

The new Queen’s is also the first hotel in this country 
to be planned and built with a completely regulated 
ventilation system, circulating 8,000,000 cu. ft. of air an 
hour throughout the building. This system enables the 
bedrooms and the public rooms to be constantly supplied 
with freshly washed air and is a sequel to a visit to the 
United States of the company’s architect and engineers 
where they were given facilities for examining the latest 
systems prevailing over there. 

Other Amenities of the Hotel 

Every bedroom—and there are over 200—has been so 
planned that not a single one is overlooked by another, 
while each bedroom also has its own private bath or bath 
lobby; thus there is not a single ‘‘ public ’’ bathroom in 


the hotel. a 
Another novel feature is the telephone service in the 
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bedrooms. Each bedroom has its own ’phone, and for 
the first time in this country each ’phone is fitted with 
4 cut-out-device which enables the caller to communicate 
with the exchange operator, without disconnecting the line 


on ch the conversation is taking place. 
Covering the entire site of the building, the basement 


accommodates a brasserie, kitchens, larders, vegetable 
store, cellarage, luggage store, &c., together with a large 


linen room to which soiled linen is shot down a chute 
from each of the eight floors. 
The sub-basement, 30 ft. below street level, houses 


11 boilers for heating the hotel and office building (the 
boilers are fed with coke by means of a belt conveyor 
leading from the bunkers), the ventilating plant which 
circulates 8,000,000 cu. ft. an hour, the vacuum-cleaning 
plant and the main electric switch-room. There is also 
a fully equipped printing-shop for the production of menus 
ind other printed matter used in the hotel. 

Part of the foundations of the hotel rest in concrete 
set in the bed of an old goyt or tunnel which was formerly 
used to convey water from the River Aire to some mills 
nearby. Disused and dried-up for many years, this old 
tunnel with its heavy arched stone roof, 150 yd. long, 
presented a difficult problem to the engineers. The river 
end of the old goyt has now been filled up with con- 
crete, while part of the goyt is occupied by the hotel 
boilers. 


Floor Arrangement 


rhe arrangement of the floors (apart from the basement 
ind sub-basement already mentioned) is as follows : — 
(;yvound Fiooi Pillared reception hall. 
78 ft. by 20 ft. 
Grill room (170 people). 
Lounge (250 people) 
French restaurant (75 people) and foyer 
American bar. 
Ladies’ foyer 
Courier’s dining room. 
Ladies’ boudoir 

Ladies’ and gentlemen’s hairdressing 

Manager and oliices 

lelephone exchang« 
Entrance and foyer to the banqueting hall) 

(accommodating 400 diners or 700 dancers) 
Frivate banqueting room and 

private dining-rooms. 


suite of four 

[he remaining upper floors are given over to bedroom 
and bathroom accommodation, except for the top (eighth) 
floor, which is entirely devoted to staff quarters for those 
who sleep in. The staff of the hotel totals 300. 


\ WHo's WHO OF THI 
Arthur Towle . ch 
William H. Hamlyn, F.R.I.B.A 
W. Curtis Green, R.A <5 
B. L. Hurst, M.Inst.C.E., M.1I 

Struct.E., M.I.Mech.E 


NEW QUEEN’s Hore! 

Controller, L.M.S. Hotel Services 
Chief Architect, L.M.S.R 
Associated Architect 


Consultant Civil 


|}. Norman Pierce, M.Inst.C.E Engineers 
M.I.Struct.E 7m e 
Oscar Faber, O.B.E., D-.Sc., Engineer for Heating, Ventilat 
\MI.Inst.C.E fing, Water, and related services 
(>. W. Harris - .. Clerk of Works for L.M.S.R 
Wm. Airey & Son (Leeds) Ltd. General Contractors 


Opening Ceremony 
On the occasion of the formal opening of the new 
Oueen’s Hotel, Leeds, on Friday last by the Rt. Hon. 
the Earl of Harewood, K.G., the London Midland & Scot- 
tish Railway Company invited a number of guests repre- 
smtative of the civic, professional, and business life of 
Leeds and surrounding districts to witness the opening 

ceremony, and afterwards to luncheon. 
In addition to Sir Josiah Stamp, Chairman of the 
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Company and President of the Executive Committee, and 
Mr. A. E. Towle, Controller of L.M.S. Hotel Services, 
Directors and Officers of the London Midland & Scottish 
Railway present included : — 


Mr. Edward B. Fielden, Deputy Chairman; Mr. W. L. Hichens, 
Sir Francis Joseph, Earl Peel, Mr. A. E. Pullar, Mr. G. R. T. 
Taylor; Sir Robert Bruce, Sir Robert Greig, Mr. J. H. Houlds 
worth, and Col Norman Kennedy (Members of the Scottish 
Committee); Sir William V. Wood, Vice-President; Mr. O. Glynne 
Roberts, Secretary of the Company and Assistant to President, 
Mr. H. V. Mosley, Chief Executive Officer for New Works and 
Parliamentary Business; Mr. J. Ballantyne, Chief Officer for 
Scotland; Mr. A. F. Bound, Signal and Telegraph Engineer; Mr. 


W. H. C. Clay, Estate Manager; Mr. W. A. Stanier, Chief 
Mechanical Engineer; Mr. C. FE. Fairburn, Deputy Chief 
Mechanical Engineer and Electrical Engineer; Mr. G. Morton 


Chief Accountant; Mr. S. J. Symes, Chief Stores Superintendent; 
Mr. W. K. Wallace, Chief Civil Engineer; Mr. W. H. Hamlyn, 
Assistant (Architectural), Chief Civil Engineer’s Department 
(Associated Architect for Hotel); Mr. H. Rudgard, Divisional 
Superintendent of Operation; Mr. Geoffrey A. Towle, Controller’s 
Assistant, Hotel Services; Miss P. M. Oxenford, Officer for 
Domestic Services and Furnishing, Hotel Services; Mr. E. W 
Jones, Engineer, Hotel Services; Mr. Gordon Yates, Publicity 
Officer, Hotel Services; Mr. J. E. Papworth, District Goods 
Manager, Leeds; Mr. H. A. Hooks, District Passenger Manzger, 
Leeds; Mr. G. Rogers, District Controller, Leeds; Miss E. Smith, 
Secretary to Sir Josiah Stamp; Mr. D. F. Winch and Mr. T H. 
3aker, Assistants to the Secretary ; Mr. W. C. Brudernell, Publicity 
Officer’s Department. 

London & North Eastern Railway Directors and Officers 
present included : —- 

Sir Chas. A. Batho and The Hon. Rupert Beckett; Mr. C. M. 
Jenkin Jones, Divisional General Manager, North Eastern Area: 
Mr. S. T. Burgoyne, Superintendent, North Eastern Area; Mr. 
J. E. Ryan, Hotels Superintendent, Southern Area; Mr. A. A. 
Ryan, Hotels Superintendent, North Eastern Arca; Mr. E. M. 
Rutter, Passenger Manager, North Eastern Area; and Mr. M. A 
Cameron, District Passenger Manager, Leeds. 

The three railway unions were represented by : — 

Mr. W. J. R. Squance, General Secretary, Associated Society of 
Locomotive Engineers and Firemen; Mr J. Marchbank, General 
Secretary of the National Union of Railwaymen; Mr. W. Stott, 
General Secretary of the Railway Clerks’ Association. 

On Friday morning the Princess Royal attended by 
her Lady-in-Waiting, Miss Dorothy Yorke, Jeft Edin- 
burgh by special train for Leeds, where on the previous 
day, she had attended the armistice commemoration in 
Edinburgh. Others journeying by the special train were 
a number of members of the Scottish Committee of the 
L.M.S.R. and Mr. J. Ballantyne, Chief Officer for Scot- 
land. The Princess Royal was met on arrival at Leeds 
by Lord Harewood, and also by Mr. Geoffrey Towle, 
Controller's Assistant. and Mr. Charles Pittolo, Resident 
Manager. 

Shortly before the train arrived in Leeds, the L.M.S. 
reception party who had travelled from London by 
special train assembled in the new Queen’s Hotel. 

On arrival at the main entrance to the Hotel, H.R.H. 
the Princess Royal and Lord Harewood were received 
by Sir Josiah Stamp and Lady Stamp, the Lord Mayor 
and Lady Mayoress of Leeds, Mr. E. B. Fielden, Deputy 
Chairman, and Mrs. Fielden, Mr. W. L. Hichens, Chair- 
man of the Hotels Committee, L.M.S.R., and Mrs. 
Hichens, Mr. A. E. Towle, Controller, L.M.S. Hotel Ser- 
and Mrs. Towle. 

Sir Josiah Stamp presented Lord Harewood with a 
silver symbolic key with which to open the door of the 
hotel. This ceremony performed, the Princess Royal, Lord 
Harewood, Miss Dorothy Yorke, and the Reception Com- 
mittee entered the hotel and were received with acclama- 
tion by the guests assembled in the entrance hall. 

The Princess Royal was presented with a bouquet by 
Miss Elizabeth Stamp, granddaughter of Sir Josiah Stamp. 

The Princess Royal, Lord Harewood, and Miss Dorothy 
Yorke, then signed the register, and the royal party was 


vices, 
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conducted over the hotel by Sir Josiah and Lady Stamp 
and Mr. and Mrs. Arthur Towle. On entering the ban- 
queting hall the guests were received individually by Sir 
Josiah and Lady Stamp. 


The Luncheon 


Before the luncheon a special Grace was said by the 
Vicar of Leeds (Canon W. Thompson Elliott), reading : — 
Peace be to this house and to all who shall dwell herein. 
God bless the management and the staff, the hosts and the 
guests. May the fair name. of this house remain forever 
unsullied. Thank God for the finished work, the food and 
feliowship of this day, and may He teach us ever to 
vemember the needs of others. 

After luncheon the loyal toasts were proposed by Sir 
Josiah Stamp. 

Lord Harewood in proposing ‘‘ Success to the New 
Hotel ’’ said he did so with the greatest pleasure. He 
felt that those who had an affection for the City of Leeds 
would have only one complaint to make with regard to 
it, and that was that Leeds had not been provided with a 
hotel of this quality years ago, and he hoped that the 
city would live up to the standard which was going to 
be set by it. After paying a tribute to the hospitality 
he had received in other L.M.S. hotels, he said it was 
quite evident from what he had seen on his tour of 
inspection that the new Queen’s Hotel was one of the 
most up-to-date and comfortable hotels that existed in 
the country or in the world. He had been particularly 
impressed by the sound-proof rooms. One of the great 
problems of today was that of noise. The noiseless rooms 
of the new hotel would meet the requirements of business 
men tired after the atmosphere of factory and offices, and 
there was much to commend in the quiet dignity of the 
decoration of the hotel. He was noi sure that the pros- 
perity of Leeds had ever depended on its beauty, but 
after all we had been taught from our earliest youth 
that it is better to be good than beautiful, and he felt 
that what he had already seen of the hotel at least quali- 
fied it to count among those that were good. There was 
a xreat beauty in being quiet and sober. 

Mr. A. E. Towle in responding said that his first visit 
co the old Queen’s Hotel, Leeds, was when he was six 
weeks old. At the time he was born the old hotel was 
under the control of his father, and it had been under 
the control of the Towle family ever since. The new hotel 
was the consummation of what he personally hoped for 
twenty years ago. They had a new hotel, but their task 
from the management side was only just beginning. This 
hotel would be the social centre for a large area. If 
this new toy did not work in perfect rhythm at the begin- 
ning he would ask the people of Leeds to have patience. 
In a short time he hoped the new toy would move in 
perfect rhythm and meet every desire of the populace. 

Sir Josiah Stamp proposed the toast of “‘ Our Guests ”’ 
and revealed the interesting fact that he secured Lord 
Harewood’s promise to open the hotel when he discovered 
him after the Royal Academy banquet, looking at the 
designs of Mr. Green for the hotel, on view at the 
Academy. The time seemed opportune. After a few 
words of preliminary conversation, he asked Lord Hare- 
wood if he would open the new hotel. Without delay 
he assented and he was grateful to him. Continuing Sir 
Josiah said it was soon after he first joined the L.M.S.R. 
Company, that he first approached the Leeds civic authori- 
ties regarding a new hotel. 

The Lord Mayor in responding praised the L.M.S. 
Railway Company for its foresight and said he wished 
the time might come when the beauty and enjoyment 
of the hotel might be possessed by all the citizens. 
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4 double-royal poster issued by the L.N.E.R. which em- 
bodies a_ reproduction of a _ handbill issued in 1847 
announcing a service from London to Edinburgh by train 
and coach in 22 hours. Below this handbill is reproduced 
a current announcement advertising the Coronation L.N.E.R. 
streamlined train from London to Edinburgh in six hours. 
The old handbill is from the famous collection of 


Mr. John Phillimore 








GEKMAN HIGH-SPEED RAILCARS BACK IN SERVICE.—The 
fast railcar services which, as recorded in THE RAILWAY 
GAZETIE of October 29, had been temporarily withdrawn, 
were resuined on November 6 between Berlin and Cologne, 
and next day between Berlin, Munich, and Stuttgart. The 
remaining services will follow shortly. The temporary 
suspension of these services was necessitated by the obser- 
vance of signs of too early fatigue in some of the carry- 
ing axles, which, owing to the high speeds and long con- 
tinuous runs of these vehicles are subject to continuous 
stresses apparently affecting the tensile characteristics of 
the metal to such a degree that a shorter life must be 
reckoned for their axles than for those in other vehicles. 
Although a careful examination was made in the short 
time the vehicles were withdrawn it did not suffice to 
enable a definite life to be fixed for these axles; they were 
therefore renewed. 
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RAILWAYS AND 
ROAD TRANSPORT SECTION 


This section appears at four-weekly intervals 


The Earls Court Show 


ALTHOUGH the fact that the recent Commercial Motor 
Transport Exhibition was the first of the series to 
be held in the new buildings at Earls Court probably 
accounted for a certain amount of additional popular 
interest, there is no doubt that the increasing importance 
of road transport was the main factor resulting in an 
attendance during the nine days of the show of no fewer 
than 68,547 persons compared with 64,203 at the previous 
exhibition, which was held at Olympia in 1935. This 
year the entire display occupied an area in excess of 
240,000 sq. ft. which is 50,000 sq. ft. more than pre- 
viously, and as a result not only was a wider range of 
vehicles and products assembled than before, but also 
ihe arrangement of the new premises enabled more definite 
locations to be assigned to the various sections, and 
permitted a better display and greater accessibility. 

The tremendous growth of the road transport industry 
was well shown by a few figures which were quoted by 
Mr. A. F. Palmer Phillips of the Society of Motor Manu- 
facturers and Traders at the luncheon on Thursday of 
last week after the conference of the Railway Companies’ 
Association. He said that at the time of the first Com- 
mercial Motor Exhibition, which was held at the Crystal 
Palace in 1903, there were 4,000 vehicles on the roads. 
Today, 400 exhibitors had taken part in the exhibition 
and there were 590,000 commercial motors in service. 
Vehicles were better and safer to drive than they had ever 
been, and prices were up only 5 per cent. Rapid strides, 
he said, had been made technically and also in the paint- 
ing and appearance of the vehicles: So far as appearance 
was concerned, we were particularly impressed with the 
return to neat and sober liveries as compared with the 
cheap catch-penny “‘ streamline ’’ painting that was so 
greatly in evidence in 1935. To some extent this may 
be accounted for by the more adequate representation 
among the exhibits of vehicles in railway livery and in 
that of railway-associated undertakings, for the more 


‘e 


startling finishes have tended to prove attractive rather 


to the small operator than to the large established com- 
panies. 

Mr. Palmer Phillips spoke of the difficulties which the 
road transport industry had experienced in recent years, 
and remarked that during the past quarter of a century 
there had been an increase of only 1} per cent. in road 
development. At the time of the 1931 exhibition trade 
was not good and in 1933 the uncertainty as to the effect 
of the Road and Rail Traffic Act overshadowed every- 
thing else, but by 1935 it had been shown that the effects 
of that Act were not so bad as had been expected. At 
the present time he thought there was a changed outlook 
and felt sure that the Transport Advisory Committee’s 
Report would lead to co-ordination without coercion. No 
attempt was to be made to direct the channel by which 
goods should be moved. He thought that voluntary co- 
ordination had great possibilities and welcomed the offer 
of the railway companies to discuss mutual problems. 


Sir Nigel Gresley was the chief spokesman for the rail- 
way companies. In thanking the Society of Motor Manu- 
facturers and Traders for its hospitality he said that the 
railway companies were very large users of motor vehicles, 
owning between them some 9,000 units, of which his own 
company (the L.N.E.R.) owned 3,000. Since the last 
exhibition, in 1935, upwards of £1,000,000 worth of motors 
had been purchased. He emphasised that the railways 
would like to reduce to nil the number of horses if they 
could acquire a suitable vehicle, and reiterated what has 
often been said on behalf of the railways, namely, that 
the desideratum was a cheap light vehicle to replace 
the single-horse van. Conferences had been held with the 
motor manufacturers pointing out the requirements of the 
railway companies, but the results had been disappointing; 
he thought that a two-cylinder air-cooled engine of a 
cheap type would be most acceptable. In this connection 
we would refer to the optimistic note on which Mr. H. W. 
Faircloth, Assistant (Cartage Working) to the Chief Opera- 
ting Manager, L.M.S.R., wound up his interesting paper 
which we reproduce on a later page. He referred to a 
new type of vehicle that the railway companies will be 
testing shortly and which hold out the promise of marking 
a distinct step forward in the efforts to reduce the gap 
between the motor cost and horse cost on the short-mileage 
work frequently occasioned by railway cartage operations. 
Should this prove successful, the displacement of a fairly 
substantial number of horses may be expected, but com- 
plete conversion in the near future without artificial stimu- 
lus is extremely unlikely. 

Sir Nigel was able to conclude his remarks with a 
deserved tribute from the railways to the road when he 
said that railways had learned much from the motor indus- 
try. The streamlining of trains came from the stream- 
lining of cars; bucket type seats and tourist trains were 
introduced with such success that further carriages were 
being built; and people thus imagined they were travel- 
ling in buses. Railcars also were evolved from motor 
vehicles, and so was the idea of painting trains in dis- 
tinctive colours. He would be very glad to think that 
the motor industry had also learned lessons from the 


railways. 


Mechanising Railway Cartage 


OR some years past it has been customary for the Rail- 
way Companies’ Association to arrange a conference 
during the course of the Commercial Motor Transport Ex- 
hibition at which a paper is presented by a railway road- 
transport officer. The papers which have been read at 
this function on previous occasions have been devoted in 
the main to an endeavour to impress upon the motor 
manufacturers of this country the view of the railway com- 
panies that they, the motor manufacturers, have been con- 
centrating upon the production of motor vehicles which, 
whilst eminently suitable for a certain proportion of the 
commercial road work of this country, are not the most 
suitable for railway work, which to a large degree consists 
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of very short hauls involving a large number of calls at 
traders’ premises en route. The technical implications of 
this proposition have been covered very fully by Messrs. 
Shearman and Coventry at the last two meetings, and 
again at the special meeting which was held between the 
Commercial Vehicle Technical Committee of the S.M.M.T. 
and the representatives of the Railway Companies Asso- 
ciation in December, 1935. The paper presented on 
Thursday of last week by Mr. H. W. Faircloth, Assistant 
(Cartage Working) to the Chief Operating Manager, 
L.M.S.R., was concerned with the same problem, which 
is, indeed, the fundamental difficulty the railways have to 
face in considering any further mechanisation of cartage 
services. He gave a brief résumé of the progress of 
mechanisation of railway cartage equipment; some details 
of the nature of the work carried on by the companies’ 
cartage organisations; the factors to which consideration 
has to be given when mechanising; and the position in 
regard to the future. On the last-named point he de- 
clined, very wisely, to ‘‘ don the mantle of Elijah ’’ and 
give any precise forecast of the probable extent of rail- 
way mechanisation in the near future. This was inevit- 
able, as his whole paper constituted a convincing exposi- 
tion of the fact that further conversion of railway cartage 
operations from horse to mechanical transport depended 
very largely upon the production of a vehicle whose work- 
ing cost would approximate closely to that of a horse unit. 
In that connection he stated that since the meeting held 
with the Commercial Vehicle Technical Committee of the 
S.M.M.T. in 1935, several firms had been applying them- 
selves to the problem. So far only one vehicle had 
materialised which held out any promise of meeting rail- 
way requirements to any material degree, and this the 
railway companies would be testing shortly. Without in 
any way pre-judging the results of these tests and the 
various experiments which will be carried out, Mr. Fair- 
cloth was able to express the opinion that whilst the 
vehicle will mark a distinct step forward, the working 
costs will still be such as will not enable complete substi- 
tution to be effected. There is every hope, however, that 
this new vehicle will make a marked reduction in the gap 
between motor cost and horse cost on short mileage work, 
and should result in the displacement of a fairly substan- 
tial number of horses 


Cartage of Trauship Traffie Across London 
CONSIDERABLE amount of freight train traffic 


requires to be exchanged with the least possible 


delay between the four main-line railway companies in 
London, and, apart from the tonnage regularly trans- 
ferred by rail, something like 1,000 tons is conveyed daily 
by road between the respective railway termini. For 
many years it has been the practice of every company 
to deal with this traffic in those of its vehicles that became 
available during the course of the collection and delivery 
operations, and a certain amount of light loading and 
light mileage was unavoidable. 

After a number of experiments with modern equip- 
ment in 1935, however, a scheme was evolved for the 
co-ordination of the road movement of the cross-London 
merchandise traffic by the introduction of a fleet of six- 
ton articulated Scammell tractors together with a number 
of trailers which were specially allocated for the work. 
The L.M.S.R., L.N.E.R., and G.W.R. companies pro- 
vided eight tractors each and the Southern Railway six, 
together with a substantially larger number of trailers. 
Eight scheduled routes between the various London goods 
termini were introduced initially and these were steadily 
increased in the light of experience until there are now 
thirty routes scheduled, on all of which services are worked 
to a strict timetable throughout the day. 


The vehicles carry substantially heavier loads in each 
direction than was previously posssible, .and while «ver, 
company operates its own tractors, the trailers ar, in 
effect, pooled. Thus G.W.R. tractors may frequently 
be seen hauling L.M.S.R., L.N.E.R., or S.R. trailers, 
and similarly in the case of the other companies. The 
bulk of the traffic in question is now being dealt with 
by this means, and the arrangements are steadily | cing 
extended to cover the balance of the traffic as the noces 
sary equipment becomes available. The scheme is \ ork- 
ing very satisfactorily and, in addition to enabling the 
companies to effect substantial economies in their cartage 
costs and the elimination of light mileage, has also 
materially speeded up transits. 


Tilling of Crewe House 


N October 25 Thomas Tilling Limited and some o! its 
associated companies tormally took up occupation of 
the new headquarters at Crewe House, Curzon Street, 
Mayfair, W.1, which have replaced 20, Victoria Strect 
the chief offices of the group. Tillings Association is now 
at Crewe House, and also the National Omnibus & Trans- 
port Co. Ltd.; the registered office of the latter is given 
as 15, Curzon Street—part of the same premises. This 
mansion, formerly called Wharncliffe House, is freehold 
and has a frontage of 130 ft. to Curzon Street and a site 
area of 29,500 sq. ft. It faces Sunderland House, but is 
well recessed from the roadway. The house has a stucco 
front of the eighteenth-century type, and, except for the 
central portion, is what agents call ‘‘ a low-built ’’ house 
—that is, of only two principal floors. The central part 
of the elevation is enriched with classic columns in relief, 
and the ground-floor windows, on the garden front, are 
semi-circular at the top and symmetrically placed, the 
whole structure exhibiting that punctilious regard for an 
exact balance so characteristic of the period when Crews 
house was built, namely, the early years of the eighteenth 
century. 

In 1901, Mr. Joseph Stower (of Messrs. Joseph Stower, 
Bentley & Co.) refused a bid of £95,000 when acting for 
the late Lord Wharncliffe’s trustees, and the property was 
afterwards sold to Lord Crewe, from whom it takes its 
present name. Crewe House came under the hammer of 
Messrs. Farebrother, Ellis, Egerton, Breach & Co. at the 
Tokenhouse Yard Mart in 1908, by order of Lord Crewe, 
and it was bought in at £100,000 after a suggestion that 
the value was £120,000. It was announced in March last 
that Thomas Tilling Limited had agreed to acquire Crewe 
House from Lord Crewe, and in the intervening months 
the interior of the mansion has been adapted for use as 
the offices of the company, but no fundamental alteration 
of the building has been made. The famous ballroom has 
been converted into the board room, and the Adam ceilings 
and marble mantelpieces have been preserved in_ thew 
original beauty. 


Catering Facilities for London Busmen 


ONTINUING the good work begun by certain of its 

constituent undertakings, the London Passenger Trans- 
port Board provides « large number of catering facilities 
designed to secure for as many employees as possible the 
opportunity of obtaining wholesome meals and _refresh- 
ments at reasonable prices. There are now 560 mess rooms 
and 81 fully-staffed canteens, of which 13 are open all! 
night. During the year to June 30 last, which is reviewed 
in the recently-issued annual accounts of London Trans- 
port, eight new canteens have been opened, and five 
existing ones have been reconstructed. On page 888 we 
reproduce a photograph showing the attractively-arranged 





ti 


h 


we 
ed 





Vitika 


Vovember 19, 1937 


THE RAILWAY GAZETTE 


877 


Railways and Road Transport Section 


counter of the canteen in Bromley garage, which is typical 


of the modern facilities afforded. So far as bus and tram 
men are concerned, there are considerable difficulties in 
rranging for adequate refreshment rooms at terminal 
points, and to meet speciatiy awkward cases London 
Transport has had recourse to the provision of mobile 


canteens, which are old-type buses converted to this use. 


An interior view appears on page 888. In the report 
of the Court of Inquiry concerning the Central Bus strike 
of May last, the Court expressed the view that ‘* where 
suitabl: provision of accommodation cannot otherwise be 
ma we think that the co-operation of the local autho- 


concerned should be given to secure the appoint- 
mie of terminals at which refreshment facilities ar¢ 

ible.” The London Passenger Transport Board has 
stated that it wishes to enlist the co-operation of the 
iuthorities in dealing with this problem. Mean- 
it is taking all reasonable steps to secure the desired 


Bus Services of the New Zealand Railways 
S| CCESS continues to mark the New Zealand Railway 
“ Department’s operation of its passenger road services, 
ind they showed a net profit of £21,698 in the year ended 
on March 31 last, in addition to £5,358 set aside as a 
special reserve. The profit would have been greater had 
it not been for the infantile paralysis epidemic in the 
Dunedin area. The vehicle-mileage run by the road set 
vices for the year was 3,531,600 miles, and 4,556,000 
passengers were carried; the total revenue amounted to 
£198,751. For the current financial year the net carnings 
for the three periods ended on June 26, the poorest months 
of the year, amounted to £2,838, after writing off £885 
as a proportion of goodwill on the recently acquired 
s rvices, and providing for interest charges on the whol 
capital invested in the road services. These satisfactory 
results were achieved after restoring wages to the 1931 
level and giving full effect to all award conditions, includ 
ing the reduction of hours. Although the wages expendi- 
ture increased, it was not necessary to make any increase 
in fares or freight charges. A further passenger road 
service, the K Motors, operating in the Rotorua area, has 
been bought recently by the New Zealand Railways. Tht 
purchase comprises the whole of the company’s business, 
including a fleet of 16 service and tourist cars, and a 
large garage property. The Minister has intimated that 
the Railway Department intends to continue the regular 
and tourist services as at present operated by the com- 
pany, and also hopes to retain the services of all the 
present employees, and to use as much as possible of the 
present organisation. 


Road Planning in the U.S.A. 

| & the year 1936, motorcar-train accidents in the State 

of Illinois accounted for 249 persons killed and 441 
injured, in $85 reported accidents; the figures are given 
in the University of Illinois Bulletin for May, 1937, repro- 
ducing the papers presented at the Twenty-Fourth Annual 
Conference on Highway Engineering. In November, 1936, 
the Bureau of Public Roads proposed an expansion of 
the railway level crossing investigation, and information 
is to be furnished by the railways so that an order of 
priority in level crossing elimination may be established, 
based on factors of hazard and potential traffic delay. 
As regards the problem of accidents on roads, this is 
apparently as much a vexed question as it is in Great 
Britain. During 1936, Illinois accounted for 2,461 deaths 
of the national total of approximately 38,500, an increase 
of 5°5 per cent. over 1935. On a petrol consumption basis, 
which is equivalent to the vehicle-miles travelled, Illinois 


has the worst record, with a death rate of 20:7. Even so, 
an improvement has been reached over 1934, the worst 
year, when the death rate reached 26-3 per ten million 
gallons of petrol consumed. Signalling, especially lighting, 
and the design both of highways and of vehicles, are the 
principal factors in the prevention of accidents. High- 
way authorities generally recognise the need for modern- 
isation, but lack of funds is mainly responsible for the 
delay. Among the conditions which make for greater 
safety is a suitable degree of superelevation on curves, 
and the formula for computing this in relation to radius 
on the three classes of road has been revised; the maxi- 
mum superelevation has been changed to 0:1 ft. per foot 
of width. 

The attention now being given to this factor of safety 
in the U.S.A., is in marked contrast with the absence of 
superelevation on curves on the English roads. State 
planning of highways is described in a paper by Mr. H. L. 
Kellogg, of the Illinois State Planning Commission, and 
the importance is emphasised of preserving scenic and 
historic beauty, and maintaining roads and parks free 
from artificiality. This is interesting in the light of recent 
criticism of the new German road system, and the much 
debated question of the future of English roads—whether 
the present roads here, which it is said have “‘ just 
growed,’’ are to be improved or whether they are to be 
supplemented by a properly planned trunk road system. 
For further progress in State highway planning in Illinois 
a census of road users is required, and for this purpose 
six automatic traffic recorders are being used, operated 
on the photo-electric cell principle, and supplemented as 
regards average mileage, &c., by interviewing a sample 
number of 35,000 road users. A detailed description is 
given in other papers of the soil-cement experiment, as 
one alone of the features of the general programme of 
improvement. It is startling to find the Illinois highway 
authorities lamenting that the vitally necessary modern 
isation should be delayed for ‘‘ lack of funds,’’ at a time 
when the surplus of labour is notoriously a feature of 
present-day conditions in the U.S.A. 


Better Colour Rendering from Mercury 
Discharge Lamps 

J MPETUS has been given to street, yard, and factory 

lighting by the development of the high-pressure 
mercury discharge lamp, as this provides about three 
times the light of the best filament lamps for a given 
consumption of electrical energy. A common objection 
to the discharge lamp is the unnatural light it produces, 
the rather ghastly appearance of people under its rays 
being sufficient to rule it out as a suitable illuminant for 
stations, shops, or restaurants. A further objection is 
the signal-green colour assumed by discharge lamps when 
viewed through a haze, and the danger which therefore 
attends its use in all but carefully selected positions near 
a railway. The General Electric Co. Ltd., maker of the 
well-known Osira mercury discharge lamp, has now 
effected a marked improvement in the red-deficient light 
spectrum of the mercury lamp by encasing the lamp in 
a second glass bulb the inside surface of which is treated 
with a substance that transmits all but ‘the invisible 
ultra violet rays, and that uses these useless rays by 
becoming luminescent under them and emitting red light. 
During a recent visit to the new illumination research 
laboratories of the G.E.C. at Wembley, we were able to 
appraise the improved Osira lamp, and, while we think 
that ladies will still find fault with its colour rendering 
of their own persons, we are of the opinion that to all 
but the most fastidious the new light will appear satis- 
factory. 
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Railway Cartage and Mechanical Transport 


A paper by Mr. H. W. Faircloth, of the L.M.S.R., read at the Commercial 


Motor Transport Exhibition, Earls Court, on November 11. 


It reviews railway 


cartage operations with particular reference to the progress of the railway com- 
panies in the mechanisation of their cartage equipment and future possibilities 


RIOR to 1914, the number of goods and parcels 
motors employed by the British railway companies 
was in the neighbourhood of 200. The company 

with which I was then associated, the L.N.W.R., owned 
42, of which several vehicles which had started their 
career as buses in North Wales and elsewhere, and hav- 
ing become unfit for the heavy mileage involved in that 
capacity, were converted into goods carrying vehicles, 
and as such had a comparatively low mileage to cover. 
Many of the vehicles were taken over by the War Office 
at the outbreak of the war, and in consequence progress 
in mechanisation received a severe setback. The real 
start in mechanical road transport for railway services 
took place on the termination of the war. There was 
difficulty in acquiring new vehicles and as numbers of 
ex-Government machines, both British and American, 
were thrown upon the market, several hundreds of them 
were purchased by the railway companies. The 
acquisition of these vehicles stimulated the views of the 
railway companies as regards the possibility of certain 
classes of cartage work being performed more economi- 
cally, and more efficiently, by motors than by horse 
strength. 

By careful measurement and trial they gradually en- 
larged their motor fleets so that at the time of grouping 
a considerable increase in the number of motor vehicles 
had been accomplished, and in 1927 the cartage strength 
owned by the four group companies was 2,823 motors 
and 18,477 horses. During the next ten years there was 
some acceleration in the process of mechanisation due in 
the latter half of this decade in a large measure to the 
evolution of the mechanical horse, which is more suitable 
for a large proportion of railway work than the rigid 
motor; by the beginning of 1937 the railway companies’ 
cartage strength was 9,075 motors and 13,125 horses, 
an increase of 6,252 motors and a decrease of 5,352 horses. 
It should be appreciated that not all the motors acquired 
have been in substitution of horses. Large numbers 
have been necessitated by the companies taking on cartage 
work of a kind not previously performed by them. 

No longer is the railway collection and delivery area 
a circumscribed radius of a few miles round the stations, 
but the cartage boundaries have been pushed out in all 
directions wherever business is to be obtained, and there 
is now established a collection and delivery service cover- 
ing the whole countryside which is calculated to meet 
fully the requirements of the trading public. At many 
hundreds of places throughout the country the railway 
companies have instituted country lorry services, which 
cater for the collection and delivery of traffic over a 
radius of ten to twelve miles from the stations. A further 
development ensuing from the railway ‘‘ progress ’’ cam- 
paign was the institution of railhead services which have 
been established in various parts of the country. These 
involve the distribution of traffic from selected bases over 
extensive areas. The country lorry services, railhead 
services, and throughout road work (which the companies 
undertake to perform under the powers obtained by them 
in 1928) cover such large areas that it was necessary to 
introduce mechanical means for successful results, and 





these services have been factors in the increased number 
of motor vehicles. 

The speeding up of transit has been for some years a 
very important feature of railway transportation, and the 
value of motor vehicles for the conveyance of tranships 
by road from main tranship stations to outlying stations 
has resulted in additional motors being acquired for this 
service. Because of these extended areas there is today 
a considerable portion of the work which can be covered 
more expeditiously and more economically by motors than 
by horses, even with the existing types of motor vehick 
which for some years the railway companies have stated 
frequently are not ideal for railway work. There is, how 
ever, still a very large proportion of the work which, with 
motors as they are today, is more economically and little, if 
any, less expeditiously dealt with by horses, as may be 
gathered from the numbers the companies are still em- 
ploying because those horses would not be emploved if 
costs could be reduced by using an alternative type of 
equipment. It is in regard to the work upon which these 
horses are engaged that I propose to enlarge, as this is 
the field which offers itself for future mechanisation. 


Collection and Delivery 

A station’s collected and delivered work may be divided 
under two headings: (A) full loads; and (B) sundries. The 
former consists of a complete load to or from one trader 
and the latter of a load made up of goods for a number of 
traders. The work involved in dealing with full loads 
will, I think, be appreciated by all without my entering 
into details, but so far as sundries are concerned, it should 
be stated that a sundry load in the case of parcels traffic 
will frequently entail up to 80 calls, and in the case of a 
goods load, up to 30, although the averages will be 
probably 50 to 60 in the case of parcels traffic and 15 to 
20 in the case of goods traffic, and the round trip distance 
will vary from say half a mile to four miles (above that 
distance the work is usually covered by motors). I pro- 
pose, however, to confine my remarks to goods traffic, on 
which by far the greater proportion of our cartage equip- 
ment is engaged. In the case of deliveries, the goods have 
been arriving at the station during the night and in the 
early hours of the morning; have been unloaded from 
wagons, checked, sorted into ‘‘ round ’’ order, loaded on 
the appropriate drays, andi the delivery sheets made out 
in the delivery office. 

The carters are rostered to begin duty at such varying 
times as experience at the particular station shows best 
meet the requirements, and by the time each man has 
fetched his horse from the stables, his load and docu- 
ments should be ready for him to proceed immediately on 
his delivery round. Whilst the teams are away on their 
first round, spare drays have been placed at the loading 
points and are being loaded for subsequent deliveries. 
The greater portion of the men’s time away from the 
station is taken up at firms’ premises. Altogether, out of 


a working day of 8} hr. the actual travel time of an ordi- 
nary horse team, or the time the wheels are actually mov- 
ing, averages slightly over three hours, and the distance 
covered is in the neighbourhood of ten miles. 


o 


The only 
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on of a horse team’s work on which a motor is able 
to save time is the actual travelling. All other operations 
take at least as long. Probably very few motor en- 
if asked what average speed could be expected 
fré a 2-ton motor engaged on such work, would guess a 
e below, say, 10 m.p.h. Such an estimate would be 
optimistic. Some little time ago the L.M.S.R. made 
a number of tests with various types of motors and vari 


pol 
p 


mu 
m 


emece4nrs, 


ous types of horses. A two-mile round course on level 
eround with the exception of a slight rise over one bridge 
was selected. The first half-mile was covered without a 
st representing the journey from the station to the be 
ginning of the delivery round. Within the next mile vary 


ing numbers of stops were made (5, 15, and 25) repre 
senting calls on and then the last half-mile was 
red without a stop representing the journey back from 
the round to the station. The actual time travelling was 
taken including starting up the engines (the horses start 
themselves), but excluding all time at rest, representing 
the effecting of delivery, getting signatures, &c., which 
does not vary whatever type of unit is used. The average 
p.h. obtained in a number of tests for each group of 
stops by a two-ton motor and a walking horse were as 


firms, 


imber Motor Walking 

of travelling M.P.H horse travel M.P.H 
tops time time 

min SEC min sec 

5 10) «605 11-90 40 30 2-96 
15 16 58 7-07 37 14 3-22 
25 22 48 5-26 40 42 2.95 
\pplying these figures to a typical day’s work for a 


horse on rounds involving a travel distance of two miles 
trip with an average number of calls per journey of 


15, we see that the day’s travel distance of ten miles 

ild be covered by a horse team in 3 hr. 6 min. and 
by the motor in 1 hr. 25 min., the motor thus saving 
| hr. 41 min., or practically one-fifth of a working day. 
From this it will be seen that a motor would be more 


onomical than a horse on the work only if its working 

st was only one-fifth more than the horse cost. This 
example is on broad lines, actually there are several other 
which have be taken into consideration and 
which further complicate the issue. Some of these, such 
is the complete motor unit having to stand at station 
whilst being loaded, operate te the disadvantage of that 
unit as compared with a horse either “‘ live ’’ or ‘‘ mechani 
cal,’’ as by means of spare drays or trailers subsequent 
loads can be prepared whilst the tractive unit is out on 
its round. On the other hand, gradients help the motor 
in comparison with the horse as does also the motor 
vehicle’s ability to work double shifts. 

In the case of full loads the calculations necessary to 
decide the type of unit most suitable for the work are 
comparatively simple. The basic costs per hour and per 
mile have been accurately determined for each type of 
cartage unit employed by the companies, the time which 
should be occupied in loading and unloading various types 
of commodities has also been ascertained having regard 
to the facilities on the where the work has to be 
performed, ¢.g., cranage, assistance by firms’ men, &c., 
and there follows a series of tables- showing those cal- 
culations for varying distances for a four-ton consign 
ment of a commodity of which the handling rate is 20 min. 
a ton at firms’ premises and 15 min. a ton at station 
Where not stand-loaded. It will be appreciated that in 
the case of the single-horse team and the two-ton motor 
such a consignment necessitates two journeys in each case. 


lactors to 


sites 


Costs BASED ON L.M.S.R. STANDARD COSTS FOR THE VARIOUS 
UNITS 
Motors 
S.H P.H 6-Ton 
team team M.H. 
2-ton 4-ton 
+ MILE FROM STATION ($ MILE ROUND TRIP 
min min min min min 
Station deten 
tion 20 10 60 60 10 
lravel time 20 10 5 3 3 
lime at firms 80 80 80 80 80 
H. M H. M H. M H. M H. M 
lfotaltime ..| 2 0O 1 40 2 25 2 23 1 33 
s. d .. «a s. d o. “a, 5. a 
Cost ‘ =a 3 4 3.67 5 8 7 O 4 1 
Cost per ton ; 0 10 0 103 1 5 } 9 1 0} 
lwo [Two | 
trips trips) 
} MILE FROM STATION (1 MILE ROUND TRIP 
min min min min min 
Station deten 
tion 20 10 60 60 10 
lravel time 40 20 10 6 6 
lime at firms 80 80 80 80 80 
H. M H. M H. M H. M H. M 
lotal time 2 20 1 50 2 3 2 2 1 36 
5. a s. @ s. d s. d s. d 
Cost ne eG 3 11 3 11 5 113 7 4 4 4 
Cost per ton 0 113 0 113 : © 1 10 : a 
(Two (Two 
trips trips) 
I MILE FROM STATION (2 MILES ROUND TRIP 
min min min min min 
station deten 
tion 20 10 60 60 10 
lravel time 80 40 20 12 12 
rime at firms 80 80 80 80 80 
H. M H. M H. M H. M H. M 
lotal time es 3 0 2 10 2 40 = = 1 42 
s, d s. d s. @ s. d s. d 
Cost 5 (1 4 8 6 8 7 11 410 
Cost per ton . 1 3] 1 2 1 8 1 11 1 2) 
(lwo (Two 
trips) trips) 
1} MILES FROM STATION (3 MILES ROUND TRIP 
min min min min min 
Station deten 
tion 20 10 60 60 10 
lravel time 120 60 30 18 18 
rime at firms 80 80 80 8O 80 
H. M H. M H. M H. M H. M 
lotal time 3 40 2 30 2 50 2 38 1 48 
g. a s. 2 s. d es. &. s. a 
Cost zs : 6 3 5 4 7 «4 8 7 s 3 
Cost perton ..| 1 6} r4@#ittes 2 1% 1 33 
(Two (Two 
trips) trips) 


In arriving at the above figures ‘‘ variable ’’ costs only 
have been taken, ‘‘ non-variable ’’ costs such as super- 
intendence at stations, headquarter’s expenditure, clerical 
costs, &c., have been excluded, as has also the cost of 
loading at the station. It will be seen that the cheapest 
unit for the various distances is:- 


§ mile round trip 


Single-horse team 
{ Single-horse team 
‘* | Pair-horse team 
Pair-horse team 
6-ton M.H 


1 mile round trip 
2 mile round trip 
3 mile round trip 


The considerations in regard to collected traffic are prac- 
tically identical with those for deliveries except that the 
detentions at firms’ premises are usually greater in total 
owing to the carters frequently having to wait for con- 
signments to be got ready. Somewhat similar calculations 
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are involved in deciding the type of unit most suitable 
for dealing with ‘‘ sundries ’’ loads, but complications arise 
through the necessity of reorganising the delivery or col- 
lection rounds so as to use the time saved by one par- 
ticular type of unit as compared with another, and this 
revision of rounds necessarily alters the weight per load 
and the number of calls per journey. As an illustration, 
if an attempt is being made to replace five horses by 
three motors, each motor will have to do on average the 
work of 1°66 horses, and the five rounds hitherto covered 
by the horses must be shuffled and re-divided into three, 
each involving more work than the individual horse round, 
although in total, of course, the work, apart from mileage, 
would be the same. It is not practicable, therefore, to set 
out comparative tables for various types of units on ‘‘ sun 
work. Every individual case has to be examined 
and decided on its merits, being measured on standards 
applicable to the particular work under review, which 
have been arrived at by a scientific analysis of each phase. 

Coming at last to the point in which no doubt you are 
most interested—the prospects of future mechanisation. _ It 
will be understood that my views are based on the assump- 
tion that horse traction will not be barred either in part 
in toto from the streets of large cities by legislation, 
the sole consideration being economy allied to efficiency. 
There will, I think, be a continued growth of what may 
be termed outskirt or wide area traffic, that is to say resi- 
dential areas will be developed at greater distances from 
towns, factories will be built further and further afield to 
secure the benefit of cheap public service rates, &c., and 
the railway companies will intensify their collection and 
delivery services into rural areas. This in itself will neces 
sitate the acquisition by the railway companies of more 
motor vehicles and the displacement of a certain number 
of to the transfer of business from towns, 


dries a 


or 


horses owing 


but I do not think that this substitution in itself will gr: itly 
affect the ratio of motors to horses. The additional motors 
necessary during the next ten years, consequent upon the 
conditions outlined above, will be probably only 
hundred for any of the four railway companies. 
major change-over from horses to motors can in my view 
result only from substantial reduction in motor costs, or, 
of course, substantial increase in horse working cost, and 
it would seem the former can be brought about only 
radical change in the type of motor available for our 

It has become a standard joke at these gatherings t 
that the railway companies require a four-ton motor 

the initial cost of a one-ton Ford, and the running cost 

a motor cycle. Actually that is very nearly the positi 
which will have to obtain if the bulk of our existing 
strength is to be displaced. One of the main considera 
tions to be borne in mind when investigating the problem 
of mechanising a station’s cartage is in regard to the 
number of units, particularly for collection work. While 
delivery can be spread over some 5} hr. or more in the 
day, the collections are practically all concentrated into 
about three hours at the end of the day, and up to 75 
per cent. of these have to be covered in the last two hours, 
so many of the firms requiring a call to be made at as 
late a time as possible. There is, in consequence, a mini- 
mum number of units required at each station below which 
it is not possible to go, irrespective of cost, and that mini 
mum has to be decided by actual investigation at « 
station. It does not, therefore, necessarily follow tha 
even if a motor is produced with total operating costs, sa\ 
only one-fifth more than a horse team, that 25 motors can 
be put in at a 30-horse station to cover the work, although 
the working cost would be no greater. Complete substi- 
tution can be effected on an economical basis only if motor 
unit working costs are on a parity with horse unit cost. 


ew 
Any 








Publications 


The Development of the Automobile Radiator. By 
John Coltman \ paper read before the Midland Branch of 
the Institution of Mechanical Engineers November 19 
1936. 8? in 6}4in. 75 pp. Illustrated. Price 4s. net. 
dealing also with the application of the automobile 
radiator to aircraft, industrial air heaters, oil 
coolers, &c., was originally compiled with two objects The 
first was to make available for those interested a clear account 
of the various species of the light high-efficiency liquid-to-ai1 
heat-interchangers, and to show the modifications introduced 
to suit varying conditions of service The other object was 
to outline simply the actual conditions of operation and to 
show their effect or performance It is only when one reads 
a review of what has taken place in the last twenty 
that a true appreciation of the progress in the radiator trade 
can be gained; this development the author has analysed 
Dealing first with some of the of mathematical 
treatment of radiator performance, the author then deals at 
some length with the variables affecting the interchange of 
heat Che types of automobile radtator—the water 
tube, the air tube or honeycomb, and the film type are described, 
together with details cf the methods of assembly employed in 
each « Considerations of the various developments of 
these types are then discussed and reference is made to French 
and German practice. The cooling of lubricating oil has of 
recent years received considerable attention, and the various 
distinctive designs of oil coolers are detailed. The exigencies 
of radiator design for railway vehicles are set out, and brief 
details given cf some of the more notable installations, 7.e., 
the G.W.R. railcars and on the Fliegende Hamburger 
In the section devoted to air heaters, striking illustrated 
evidence is given of the excellent dispersion of the air obtained 
by a‘ unit " heater compared with that effected by the usual 
cast-iron radiator. The remaining space is largely taken up 
with descriptions of development tests for automobile radiators 
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and examples of experimental plants. Dedicated ‘‘ To the 
Tinsmiths and Toolmakers of John Marston Limited,’ any 
profits from the sale of this paper the author, in gratitude for 
past has decided to give to the Middlesbrough 
Settlement for the benefit of their work with the unemployed. 


kindness, 


Papers Presented at the Twenty-fourth Annual Con- 
ference on Highway Engineering. Held at the University 
of Illinois, March 3-5, 1937. University of Illinois Bulletin 
No. 76, May 31, 1937, Urbana, Illinois. Qin. 6in. 134 pp 
Price 50 cents.—-This booklet is noticed in an editorial on 
page 877. 

Nozzle Testing Outfit.—.\ leaflet 
C.A.V.-Bosch Limited, of Acton, London, giving full 
ticulars of a nozzle-testing outfit. This outfit is suitable for 
use In every service and repair shop, small or large, where it 
is desired to adjust the opening pressures of nozzles and to 
inspect their spray qualities. The model described is for 
‘S"'-size nozzles and holders, that is, for those normally 
fitted to commercial vehicle engines. Full instructions for 
installing, operating, and maintaining the appliance are 
given. 

Lead Acid Batteries.—A 
batteries for commercial purposes is now available fr 
C.A.V.-Bosch Limited, Acton, London, W.3. The armoured 
plate and heavy flat plate batteries, 6- and 12-volt, described 
are specially recommended for the electrical requirements of 
petrol- and oil-engined goods and passenger vehicles, and 
a useful table shows the battery type suitable for the various 
lighting circuit loads encountered in such vehicles. <A feature 
of the armoured plate batteries is the special construction otf 
the positive plates, which minimises the risk of distortion or 
damage even after long and heavy service. The heavy-duty 
flat plate batteries have positive plates specially designed and 
produced to meet heavy starting loads 
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Modern Trends in Road Vehicle Practice 


Recent advances as exemplified by the Commercial Motor Show 


MHE i3th Commercial Motor 
1 Transport Exhibition, 


which was held at Earls 
Court from November 4 to 183, 
pl ded as usual an excellent 
indication of the mechanical 
efficiency of the industry and of 
the progress which has _ been 
made during the past two years. 
Although it cannot be claimed 
that any one outstanding im- 
provement has been made since 
the last Olympia show in 1935, 
there was considerable evidence 
among the exhibits at Earls 
Court that there has been con- 
tinuous progress in detail design. 

The main interest naturally 
centred on the commercial vehicle 
and bodywork section, in which 
group 93 exhibitors occupied 
the whole of the ground floor 
comprising a space exceeding 
140,000 sq. ft. These exhibits consisted of nearly 450 
chassis and complete vehicles, including trailers, and repre- 
sented all types of goods models, from the light three- 
wheel parcels van carrying a load of 5 cwt. to the eight- 
wheel lorry built for a load of 16 tons; and passenger 
models ranged from a small four-seat taxicab to double- 
deck buses and trolleybuses affording accommodation for 
as Many as 68 passengers. 

Bodywork 

It was noticeable that the bodywork of passenger 
vehicles showed detail advances in comfort and efficiency 
but in no cases departed from conventional practice. 
Moreover, there was a marked trend towards simplicity 
as compared with the wave which reached its crest two 
or three years ago for adding superfluous “‘ gadgets ’’ 
which may have proved an attraction to a certain type 
ef pleasure-trip customer when the vehicle first entered 
service, but which experience has shown to be costly in 
maintenance without commensurate advantages. 

One of our illustrations shows a 36-seat single deck 
bus for the Northern Ireland Road Transport Board 
which is typical of modern practice for inter-urban ser- 
vices. The body, a product of the English Electric Co 
Lid., has a near-side front entrance fitted with a single- 
hinged door, and an off-side front emergency exit. 
Tubular type seats are fitted with single spring 
cushions having Dunlopillo overlays. Strong parcels racks 
‘re provided along each side of the interior and there 

also a commodious luggage container on the roof. 

body is mounted on an A.E.C. diesel-engined Regal 
chassis with a wheelbase of 17 ft. 6 in. 

Two outstanding examples of co-operation between 
chassis designer and body builder to secure greater seating 
accommodation were provided by exhibits on the stands 
respectively of Tilling-Stevens Limited, and Leyland 
Motors Limited. In the former, the exhibit comprised only 
a chassis (to which reference is made later) but the adop- 
tion of the new Tilling-Stevens opposed piston ‘‘ pancake ”’ 
engine offers obvious advantages for a body design affected 
to the minimum by the interference of the mechanical 


4.E.C. Regal chassis with English Electric bus body 


parts. Leyland Motors Limited exhibited a complete 40- 
seat single-deck bus, known as the Gnu model, with 
four steering front wheels. The body is full fronted and 
of metal framed construction, with the entrance position 
forward of the front wheels. All seats face forward with- 
out obstruction from wheel arches. The vehicle exhibited 
was in the livery of W. Alexander & Sons Ltd. 
Thornycroft Buses for Iraq 

There are seldom opportunities for the adequate dis- 
play of vehicles built for export, but the exhibition enabled 
John I. Thornycroft & Co, Ltd. to show a notabie ex- 
ample of a vehicle built in this country specially to meet 
the operating and climatic conditions of Iraq. This was 
one of three buses being supplied to the Iraq Railways 
and part of a large order for both goods and passenger 
vehicles for use in that country. The body, by Park 
Royal Coachworks Limited, is steel framed throughout, 
and all joints are electrically welded, excepting where 
ease of replacement requires riveting or bolting. The floor 
is of pine boards covered with linoleum } in. thick. The 
side panels are of aluminium, as also are the exterior 
paneis of the roof, which has an air space between it and 
the under lining. Entrances are by means of coach doors 
fitted on each side of the body, both front and rear. 
Individually adjustable armchair type reclining seats for 
20 passengers provide an unusually high degree of comfort 
for long journeys. The interior fittings include such items 
as parcels racks, a Clayton-Dewandre heater, an ice chest, 
and first-aid equipment. To provide extra large luggage 
accommodation, the rear portion of the body is partitioned 
oft from the passenger accommodation. A built-in luggage 
compartment in the roof provides additional space for 
light baggage; a tubular ladder at the rear affords access. 
The chassis is of the rough-track six-wheel Amazon class, 
fitted with a ‘‘ 6LW ”’ diesel engine of 8-368 litres capacity. 
The drive is transmitted through the main four-speed gear- 
box (an auxiliary gearbox gives a range of 8 forward 
and 2 reverse gears), to full floating rear axles. Left- 
hand steering has been provided. Special features include 
the provision of an oil bath air filter to prevent sand and 
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dust from being drawn into the engine, and also reserve 
fuel and lubricating oil tanks sufficient for 400 miles run- 
ning. A reserve water tank of 10 gal. capacity enables 
the water in the radiator to be kept at a constant level 
on long journeys in tropical weather. 

A prominent place amongst the goods transport models 
was occupied by units of the mechanical horse type. 
Karrier Motors Limited, for example, displayed as its 
latest example of the original mechanical horse the Cob 
Junior four-ton tractor powered by a four-cylinder petrol 


also a minimum speed limit throughout the tunnel of 6 
m.p.h. Some difficulty was experienced in maintaining 


the necessary speed with a fully laden 10-ton trailer, 
and it was to overcome this difficulty that the sel- 
engined vehicle was introduced. We understand that in 
service it hauls 10-ton loads on this route as easily the 


corresponding petrol-engined unit with a load of 6 ‘ons, 

The Scammell exhibits included not only a vari of 
modern mechanical horses in the liveries of the various 
main-line railway companies but also a handsome 15 / 16- 
ton rigid eight-wheeler for the 
railway - associated company, 
Currie & Co. (Newcastle) Ltd. 
This has an overall length of 29 
tt: 10 mm. and a wheelbase of 








Thornycroft diesel-engined coach for the Iraq Railways 


engine. Coupling and uncoupling of the trailer is con- 
trolled from the driver’s cab and a turning circle of 18 ft. 
is afforded. The Cob Senior has a six-cylinder petrol 
engine and is designed to haul a payload of 6 tons. 
The Perkins-diesel-engined mechanical horse, a product 
of Scammell Lorries Limited, was one of the notable inno- 
vations of the exhibition. So far, mechanical horses have 
relied on the petrol engine, mainly because the compara- 
tively short journeys which they are called upon to per- 
form are not the most fruitful field for the display of 
the advantages of the oil engine. Special circumstances, 
however, have resulted in the design of the new diese] 
unit to meet the operating conditions of the Mersey Tunnel. 
This has a gradient of 1 in 22 at one of its entrances and 


17 ft. 53 in. The power unit 
is a six-cylinder Gardner diesel 
engine developing 102 b.h.p 


Engines 


Although the proportion ot oil- 
engined vehicles on view was not 
unduly large, considering the ex- 
tent to which such prime movers 
are now used, certain exhibitors 
showed nothing but oil-engined 
chassis, and in these instances the 
Gardner engine in sizes from 50 
to 100 b l.p. seemed very popu- 
iar. Technically, the interest in 
the engine section was divided 
between the horizontal types and 
engines for new fuels. Neither 
category was well represented in 
numbers, although a great de- 
velopment of each may be fore- 
shadowed before the next show. 
The Henschel horizontal engine, 
a huge 12-cylinder model, de- 
velops no less than 300 b.h.p. on 
the continuous rating, such a 
power being necessary to fulfil the 
requirements of driving a 70- 
seater single-deck passenger bus 
over the Reichautobahnen at 80 
m.p.h. It is located below the 
floor in the front of the bus, but 
the smaller Tilling-Stevens hori- 
zontal engine is located beneath 
the fioor about the mid-length of 
the chassis. Both types give the 
same characteristics of maximum 
revenue-earning floor space, clear 
vision, lower centre of gravity, 
and a tendency towards a reduc- 
tion in vibration. 

The Tilling-Stevens engine has eight cylinders in two 
banks arranged vis-a-vis; the bore and stroke have the 
unusual proportions of 110 mm. by 98 mm. respectively. 
On an R.A.C. rating of 60 h.p the maximum b.h.p. 1s 
110 at 1,650 r.p.m., obtained on a weight of 10-5 lb. per 
b.h.p. The crankcase and two cylinder blocks are formed 
of an integral casting with wet type liners inserted. Lead- 
bronze linings on steel shells are used for both main and 
big-end bearings, and an unusual feature for so small an 
engine is that the cylinder heads are individually cast, 
of aluminium alloy. 

Oil engine speeds would not appear to have increased 
greatly if the exhibits were taken as representative, fo1 
only the Perkins (2,600 r.p.m.) and Mercedes-Benz 
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(2800 r.p.m.) were rated at over 
2500 r.p.m. But as there are a 
dozen models on the market which can 
operate at normal maximum speeds of 


3.000 to 3,500 r.p.m., the next show 


may bring a crop of super-speed engines, 
for by that time the fuel consumption, 
now very high, should have been reduced. 


Henschel showed a 250 b.h.p. engine 
using liquid gas (butane or propane), 
which was interesting apart from the fuel 
used in that it was a 12-cylinder engine 
with two vertical banks of six cylinders 
set side by side. One or two producer 


gas lorries were shown by firms with 
Continental associations, e.g., Latil and 
Henschel. Here, again, were exhibits, 


few in number, which may be increased 
tenfold at the next show. 
Entirely new engine models were few 
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in number; one of the most noteworthy, 
apart from the Tilling-Stevens vis-a-vis, 
is the compact Thornycroft 75 b.h.p. six- 
cylinder engine. In both the petrol and 
diesel ranges, four-cylinder engines were 
as numerous as the six-cylinder type, and 
with the exception of the two-stroke petrol 
engines used in the Trojan tractors, all 
were on the four-stroke principle. 


Transmission 

The transmission exhibits also showed 
a surprising feature in that none of the 
Lysholm-Smith hydraulic converters was 
on view, although Leyland has built over 
1,500 of them, and their popularity for 
vehicles in municipal services is extensive. 
Practically all the lorries except Leyland 
and Dennis (five-speed) were fitted with 
four-speed gearboxes, and most of the 
passenger vehicles had five-speed boxes, 
but the Tilling-Stevens passenger and 
freight diesels cast the shadow of coming 
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Above: A Thornycroft Sturdy four-ton 
lorry with detachable hinged sides and 
tailboard. The unladen weight is under 
24 tons, so that a speed of 30 m.p.h. is 


permissible 


Left: Tilling-Stevens horizontal diesel 
engine as fitted to the maker’s Successor 
and Yeoman chassis 


Below: Latil Traulier with four-wheel 
drive, in the joint service of the L.M.S.R. 
and G.W.R. 
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Leyland 100 b.h.p. oil-engined lorry with leading four-wheeled truck and fully-floating rear axle with overhead 
worm drive 











Chassis of A.E.C. Mammoth Minor showing rear truck Tilling-Stevens Yeoman 8-ton chassis with ** pancake’’ diesel 
with double-reduction spiral bevel drive on the inner axle engine having eight cylinders horizontally opposed 
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events by the incorporation of a seven-speed preselective 
gearbox, in this case of the Maybach pattern. Tilling- 
Stevens also showed another transmission novelty—a 
petrol-electric military lorry in which the electric drive 
was supplemented by a two-speed Cotal electro-magnetic 
epicyclic gearbox for use in emergencies. Similarity with 
railcar practice was to be noted in the Daimler oil-engined 
vehicles, which have a Gardner engine, fluid flywheel, 
and a Wilson epicyclic gearbox. 


Chassis 

In this division developments in general have tended 
in the direction of deeper and stiffer frames of simplified 
form, often with dead-flat tops, and in improved details 
of suspension and truck design. A particularly interesting 
innovation was the so-called swivel-slider unshackled 
spring of Jonas Woodhead & Sons Ltd., which has trun- 
nion ends giving exceedingly rigid frame fastenings, ample 
bearing areas, and forming a substantial check to the 
rolling of vehicles with high and heavy loads, in con- 
junction with the elimination of the usual pin and eye con- 
nections. 

On a chassis of the modern type the load-carrying floor 
or platform can be carried almost to the forward ex- 
tremity of the frame so that the load imposed on this per 


foot run is practically uniform, and provided there is no 
excessive back overhang, any difference between the load- 
ing of front and rear wheeis is attributable in the main 
to the positioning of the engine and gearbox. With the 
conventional chassis layout the weightier units are in the 
front so that the logical plan in a six-wheeler is to have 
more wheels in front than behind. This plan had been 
followed by Leyland Motors Limited, and in two of that 
company’s vehicles, a 10-ton lorry and a 40-seater bus 
which were otherwise fairly conventional, the front end 
was supported by four steerable wheels steered on the 
Marles system. The two front axles were of orthodox 
design and the connections between these and the steering 
box presented no undue complication. The fully-floating 
rear axle carried the worm drive from a four-speed gear- 
box. The arrangement was on the whole simpler than 
the more usual twin driving axle one and was claimed 
to provide smoother riding. 

On the other hand, the Associated Equipment Co. Ltd., 
in its Mammoth Minor, retains the two axles at the rear, 
but the inner one is the driving member and has four 
wheels, while the outer axle is a trailer with only two 
wheels. The rear truck and its suspension are designed 
io relieve the rear tyres, which normally take a good deal 
of load when manceuvring. 








Overseas Notes 


Western Australian Tramways and Trolleybuses 


HE Western Australian Government Railways Adminis- 
tration owns and operates a system of tramways and 
trolleybuses in the City of Perth and its suburbs. The 
rolling stock at the close of the financial year ended June 30, 
1937, consisted of 68 bogie tramcars, 53 four-wheeled tram- 
cars, and three trolleybuses. The total carrying capacity of 
the trolleybuses is 162 passengers, 54 in each. The tram- 
ways have a length of 17 miles 20} chains double track, and 
22 miles 6} chains single track, and in addition the equivalent 
of 7 miles 50 chains of single overhead line was used by 
trolleybuses. During the year ended June 30 last the tram- 
ways and trolleybuses carried 30,071,102 passengers, who 
brought in £285,034. Working expenses were £232,965, or 
81:73 per cent. of gross earnings, and the surplus of earn- 
ings over working expenses amounted. to £52,069, equivalent 
to a return of 4-71 per cent. on capital. Interest charges 
were £51,377, leaving a final surplus of £692. In the trolley- 
bus services the total mileage run was 116,484 compared 
with 101,656 in the previous year. ' .Trolleybus passengers 
numbered 841,375, an improvement .of 84,156 passengers or 
11 per cent. over the 1935-36 figure. Earnings increased by 
£726, and the final result was a surplus of £714, an im- 
provement of £382. An extension of the trolleybus service 
from the West Leederville terminus to Wembley is expected 
to be established this month, and the conversion of the 
Claremont route to trolleybus service is expected to be 
completed next March. Orders have been given for one 
complete unit and for thirteen chassis, for which bodies will 
be manufactured in the State. 


C.P.R. Motorcar ‘‘ Ferry ’’ Service 


During the past summer (June 15 to September 16), the 
Canadian Pacific Railway successfully offered a special facility 
between Revelstoke (British Columbia) and Golden, by attach- 
ing motorcar vans to the regular passenger trains between 
these points for the purpose of “‘ ferrying ’’ motorcars across 
the gap in the transcontinental highway over the Selkirk 
mountains. The train journey was made in daylight and the 
motorcars were available at either end immediately after the 
arrival of the train which carried them. Advance notice of 
1} hr. to the C. P. R. agent was required at the shipping 
point. Every motorcar had to be accompanied by at least 
one passenger holding a one-way ticket costing $3-65. The 
rates for the carriage of the motorcars themselves ranged from 
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$12-50 to $17-50, depending upon the wheelbase. Passenger 
trailers in actual use for touring purpcses were also carried 
at a rate of from $7 upward, depending upon their length, 
providing they did not exceed 25 ft. in length, 6 ft. 6 in. in 
height and 6 ft. 10 in. in width. 


Fines for Boarding Moving Trams in Turkey 

Passengers who board or alight from moving tramcars in 
Istanbul (Constantinople) are fined one Turkish pound (3s. 2d.) 
on the spot by the police, with the alternative of arrest. The 
money so obtained is devoted towards the cost of building 
new roads for pedestrians only. Various European countries 
have similar arrangements whereby fines for admitted minor 
travel offences are payable direct to the police. 

Road Transport in Moscow 

At present there are 232 trolleybuses in service in Moscow, 
which carry an average of 240,000 passengers daily, but it 
is expected that at the end of the present year 157 new trolley- 
buses will have been put into operation, and that, by the 
end of next year, 1,000 trolleybuses will be running on the 
Moscow streets, including 52 double-deck vehicles. The 
Yaroslavl motor plant is now preparing for the regular 
production of double-deck motcrbuses. M>reover, Mcscow is 
soon to build its first experimental station (designed by the 
Central Administration of the Gas Industry) for compressing 
gas for the service of lorries and buses designed to work on 
gas instead of liquid fuel. The gas will be transmitted to the 
station from the Msscow Gas Works through a pipe line. 
If the experiment proves successful, similar stations will be 
built in other parts of the Soviet Union. The change to the 
use of gas by heavy vehicles is expected to effect a considerable 
economy of petrol. 
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Experimental 
Horizontal-Engined 
Green Line 
Coach 


(see article opposite 


Left : Near-side view, showing the 
excellent visibility afforded the 
driver 











fbove: Off-side view of the 
coach showing hinged panel giving 
access to the engine 





Right: The horizontal Leyland 
diesel engine with hinged panel 


lifted 
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London Transport Horizontal-Engined Coach 


A new vehicle which, in addition to novel mechanical features, 


provides easy control and unusually good outlook for the driver 


\ order to produce a 34-seat coach with all the passen- 
I vers facing forward, an experimental Green Line 
vehicle has been built by Leyland Motors Limited, in 
conjunction with the engineers of the London Passenger 
Transport Board, in which the basis of the design is a flat 
diesel engine. Instead of being in the front of the vehicle, 
the engine lies on its side on rubber mountings under the 
floor, about a third of the way down the chassis. Better 
balance is thereby secured, and improved springing has 
been made possible. Tests have shown that at 30 m.p.h. 
the finest print can be read comfortably in the back seat. 
t the same time, an effort has been made to contribute 
to the safety of vehicle operation by improvements in the 
visibility afforded the driver, both under normal and 
adverse climatic conditions, and also by improvements in 
the ease of control, particularly braking and gear chang- 
ing. Brakes and gears are operated by compressed air, 
needing only an extremely light touch which causes no 
faticue. The gear lever is situated so that the driver does 
not have to remove his hands from the steering wheel, 
being immediately below the wheel. The driving seat is 
18 in. higher than the driving seat on similar vehicles in 
the London Transport fleet, and the driver has been given 
the best possible view in all directions. He can see the 
road to within 6 in. of the front wheels, so that a child or 
a small dog immediately in front of the bus is not in- 
visible. Moreover, this viewpoint enables him to see the 
kerb immediately in front of the nearside front wheel, a 
great assistance when driving in fog. 

The vehicle employs standard Leyland units wherever 
possible, and the engine is fundamentally a standard Ley- 
land diesel with various alterations to make it suitable for 
mounting on its side. The engine is flexibly mounted on 
two rubber mountings specially designed to give freedom 
fron vibration. The transmission consists of a standard 
fluid flywheel and pre-selective gearbox similar to that 
which has been used by London Transport for some time, 
but incorporates considerable modification of the pre- 
selecting and gear operating arrangements. The gear 
changing is by means. of compressed air, actuated by the 
pedai in the driver’s cab. , 


Gearbox Operation 
Gear selection is electrical, but 
has been incorporated inside the gearbox in place of the 
usual main spring. This cylinder is connected by a pipe 
line to an air-pressure reaction valve, the control of which 
is in turn coupled to the gear engaging pedal. The re- 
action valve is arranged so that normally it admits a pre- 
arranged air pressure to the cylinder, thus holding the 
gear selected in engagement. When the gear engaging 
pedal is depressed it shuts the reaction valve and releases 
the air in the pressure cylinder, thus allowing the busbar 
to fall and permit a gear change in the usual manner. 
Gear selection is made by means of solenoids, which are 
carried on the gearbox side cover and replace the usual 


an air pressure cylinder 


camshaft. The solenoids are wired to the gear lever, the 
circuit including an electro-pneumatic switch. When the 
pedal is up and air pressure on, the switch breaks the 
circuit and none of the solenoids is energised. When the 


gear lever is moved to a gear position the required circuit 
is then preselected, and upon depressing the gear pedal 
air pressure is released and the electro-pneumatic switch 
completes the circuit. The solenoid then becomes ener- 
gised and pushes in the strut required. When the pedal 
is released the circuit is broken and the solenoid de-ener- 
gised, but the strut is then retained by the busbar and the 
gear becomes engaged in the usual manner. Neutral is 
obtained by partial engagement of first and reverse speeds, 
as in a standard gearbox, and, on this account, first and 
reverse speed solenoids are spring loaded permanently, and 
when a gear is obtained these solenoids are energised and 
caused to withdraw whilst the gear change is being made; 
second, third, and top gear solenoids are not spring 
loaded, and merely push their respective struts as required. 
For reverse gear, the first speed solenoid is withdrawn, the 
remaining solenoids not being energised; and for first gear, 
the reverse solenoid is withdrawn. 

To prevent the vehicle being driven before sufficient 
pressure is available to grip the gearbox drums without 
slipping, an electro-pneumatic switch has been incorporated 
on the air system, which closes the main electric circuit 
when a pressure of about 5 lb. per sq. in. has been reached. 
By this means, it is impossible to drive the vehicle until 
sufficient pressure has been obtained. 

The net result is that a gear change is performed in the 
standard manner and the gear lever and pedal movement 
is much lighter, with the further advantage that the pedal 
travel remains constant for all gears, and the gear lever 
can be moved without the hands being taken from the 
steering wheel. 

Braking 

The brakes are operated by compressed air and pro- 
vided with full automatic adjusters so that the efficiency 
of the braking is maintained at the optimum under all con- 
ditions of service. The control of the brakes has been 
made light, but it incorporates a reaction valve so that the 
operation by the driver is sensitive to the actual rate of 
retardation given to the vehicle. 

The necessary air pressure for the operation of the gear- 
box and brakes is obtained by means of a rotary com- 
pressor driven from the front of the engine, the compressor 
being coupled to a dual reserve tank such that the rate of 
build-up of air pressure is extremely rapid and prevents 
any possibility of delay in the vehicle leaving the garage, 
the controls being inter-connected in such a manner that 
it is impossible for the vehicle to be moved unless an 
adequate air pressure is available. 


Passenger Accommodation 

The interior of the body is finished in the standard 
London Transport interior decoration scheme, employing 
special pressed metal finishers for the elimination of corners 
and dust traps, and including built-in parcel racks and a 
high standard of illumination. The vehicle is heated from 
the main engine radiator, and the heat supply can be con- 
trolled, or substituted by cold air from the front of the 
vehicle in summer. Ducts are provided beneath the floor 
of the vehicle to distribute the hot or cold air to the vari- 
ous parts of the body along grills provided in the lower 
panels beneath the passenger seats. 
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Catering Facilities for London Busmen 










See editorial note 
on page 876 








The attractively- 
arranged counter 
of the canteen in 
Bromley garage, 
London Transport 


Interior of an old- 
type bus which has 
been converted into 
a mobile canteen 
for use at terminal 
points where 
ordinary _refresh- 
ment facilities are 
not easily available 
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New L.M.S. Hotel at Leeds 





Main front of Queen’s Hotel facing City Square. Entrance to station on left, and new L.M.S.R. 


er — 
Depart” i: “ 
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offices in course of erection at extreme right. (See article on page 871) 


Grill room, which is entered from the left of entrance hall 
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PERSONAL 


Air-Marshal Lord Trenchard, who, as 
recorded in our issue of October 22, has 
recently been elected a Director of 
Rhodesia Railways Limited, is to visit 
Rhodesia next February as a guest of 
the Government. 
ie §©6©Port of London 
authority, at a meeting on 
November 11, appointed Mr. J. 
D. Ritchie, M.C., who at 
present holds the office of Soli- 
citer and Secretary, to be 
Deputy General Manager. This 
foreshadows the retirement of 
Sir David Owen from. the 


General Management of the 
authority, a position he has 


occupied for over 15 years. Sir 
David will not, however, be re- 
linquishing his duties for some 
little time yet. 


PRESENTATION TO SIR HERBERT 
WALKER 

Sir Herbert Walker, who re- 

tired on October 14 from the 


general managership of the 
Southern Railway (see our issue 
of October 8), was on Novem- 
ber 2 the recipient of a presen- 
tation from the retired officers 
of that company. Sir Herbert 
was the guest of the retired 
officers at a luncheon, presided 
over by Mr. R. E. L. Maunsell, 
at the Charing Cross Hotel. 
and, after Mr. E. C. Cox had 
proposed his health, Mr. H. A. 
Sire made the presentation of 
an easy chair. The _ retired 
Southern Railway officers who 
attended the luncheon were :— 
Capt. J. T. Blake; Messrs. A. H. 
3ull, F. Bushrod, W. J. Clavton, E. C. 
Cox, R. Duckworth, A. M. Harris, 
W. J. Hatcher, G. T. Hedge, H. E. 
Judd, R. E. L. Maunsell, E. Shephard, 
H. A. Sire, F. E. Wentworth-Sheilds, 
F. H. Willis, ]. S. Wilson. 


Sir Felix J. C. Pole, General Mana- 
ger of the Great Western Railway from 


1921-29 and now Chairman of Asso- 
ciated Electrical Industries Limited, 
has been appointed to the board of 
Milford Docks. 


Sir Hugh Arthur Rose, a Director 


of the L.M.S.R., whose death on 
August 14 was recorded, with a bio- 
graphical notice, in our issue of 
August 20, left personal estate in 


Great Britain valued at £56,080. 

Mr. Colin Bonsfield Broome has been 
appointed a Director of the Midland 
Railway Company of Western Australia 
Limited, in succession to the late Mr. 
Andrew Williamson, whose death was 
recorded in our issue of November 5. 


THE RAILWAY GAZETTE 


It is with regret that we record the 
death on November 10 of Mr. Harold 
C. Broadbent, a Director of Kitchen & 
Wade Limited, of Halifax, manufac- 
turer of machine tools. 

Mr. Arthur E. Towle, C.B.E., Con- 
troller of L.M.S. Hotel Services (whose 
new hotel at Leeds is described else- 





Mr. Arthur E. Towle, C.B.E. 


Controller of L.M.S. Hotel Services, whose new OQueen’s 
Hotel at Leeds was opened on November 12 


where in this issue), was educated at 
Marlborough College, and after leaving 
school spent several years travelling, 
gaining experience in hotels in America 
and on the Continent. He entered Mid- 
land Railway service in 1896, and in 
1898, he and his brother, Mr. (now Sir) 
Francis Towle, became Joint Assistant 
Managers under their father, Sir Wil- 
liam Towle. From 1911 they were asso- 
ciated directly with their father as 
Joint Managers of Hotels and Refresh- 
ment Rooms, and on Sir William’s re- 
tirement in March, 1914, they took 
over full control jointly. On Sir Fran- 
cis Towle’s retirement towards the end 
of 1919, Mr. A. E. Towle became sole 


Manager of Hotels and Refreshment 
Rooms. He received a C.B.E. in 
January, 1919, for war services. On 


the formation of the London Midland 
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& Scottish Railway he was appointed 
Manager, Midland Hotel Services, and 
in 1925 was appointed Controller of the 
whole of the company’s hotels, refresh- 
ment rooms and restaurant car services 
in England, Wales, and _ Scotland. 
The following facts and figures give 
some idea of the range and size of Mr. 
Towle’s responsibilities : — 
Number of hotels : 


England _... : . 14 
Wales sip re ome 1 
Scotland ... sich, hee 11 
Total ee 26 

Total staff employed 8,005 
Dining and kitchen cars ... 304 
Buffet cars ... 5 


Meals served annually in 
dining cars oni . 
Gross receipts from hotel 
services (including dining 
cars, station refreshment 
rooms and station kiosks) £3,000,000 


4,000,000 





INSTITUTE OF TRANSPOR1 
ELECTIONS 

The following members and 
associate members were elected 
during the summer and 
autumn :— 

MEMBERS 

Mr. George Bishop, Assistant 
for Rates and Fares, Southern 
Railway. 

Mr. P. E. R. Graefe, Secre- 
tary and Commercial Manager, 
Maidstone and District Motor 
Services Limited. 

Mr. W. A. Smyth, Mechani- 
cal Engineer, Ceylon Govern- 
ment Railway. 

ASSOCIATE MEMBERS 

Messrs. G. H. Anthony, H. S. 
Atkins, K. M. Dowrick 
(G.W.R.); Messrs. J. C. Bon- 
stead, E. Townley (L.M.S.R.); 
Mr. C. Slater (L.N.E.R.); Mr. 
M. J. Buckett (Southern Rail- 
way); Mr. H. A. Davis (East 
Indian Railway); Messrs. J. P. 
Fahey, J. A. Jones (N.S.W. 
Government Railways); Messrs. 


F. Goodyear, E. A. L. Hard- 
man (London Transport); Messrs. 
A. L. Leach, FP. Ac Weet,: “W., -&. 
Thorburn (Port of London Author- 
ity); Mr. J. D. Lewis (Burma Rail- 
ways); Mr. A. J. Pragnell (Nizam’s 
State Railway); Mr. J. A. S. Rolfe 
(Bombay Port Trust); Mr. H. C. 


Towers (B.B. & C.I. Railway). 


Mr. A. M. Wellington, Superinten- 
dent of the Sao Paulo (Brazilian) Rail- 
way, is now visiting this country on 
leave. 

We regret to record the death on 
November 11 of Sir George Frederick 
Clucas, Chairman of the Isle of Man 
Steam Packet Co. Ltd. In September 
this year, as recorded in THE RAILWAY 
GAZETTE of September 24, he was nomi- 
nated to the board of Isle of Man Air 
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Services Limited, which now represents 
the fusion in the Isle of Man area of the 


interests of Railway Air _ Services 


Limited, Olley Air Services Limited, 
and the Isle of Man Steam Packet Co. 
Ltd his company represents a step 


towards the unification of internal air 
lines, forecast in our issue of August 20 


Mr. C. H. Sutherland, whose appoint 


ment is Assistant Accountant, 





&kry 


Vr. C. H. Sutherland 


Appointed Assistant Accountant, 
L.M.S.R 
L.M.S.R., was announced in THE 


Rattway Gazettre of October 29, be- 
gan his railway career in the Traffic 
Manager's Department of the former 
Highland Railway in 1905. Two years 
later he was transferred to the Accounts 
Section of the Engineering Depart- 
ment, and in 1913 to the Accountant’s 
Department In 1925, following the 
formation of the L.M.S.R. group, Mr. 
Sutherland was transferred to Euston 
as an investigator of expenditure and 
costs, and in 1934 he was appointed 
Assistant to the Accountant, from 
which position he is now promoted. In 
1933 Mr. Sutherland was selected as an 
assistant to the Railway Commission, 
appointed under the chairmanship of 
Sir Guy Granet, to inquire into the 
financial position and the working of 
the South African Railways. 

Mr. E. H. d’E. Darby, who, as 
announced in our issue of November 12, 
has been appointed Assistant Engineer. 
St. Pancras, L.M.S.R., was educated at 
Cheltenham and Clare College, Cam 
bridge University, taking the B.A. de 
gree (Mathematical Tripos) in 1902. In 
October of that vear he began a term 
of pupilage under the late Mr. E. B. 
Thornhill, then Chief Engineer of the 
London & North Western Railway. 
Part of this period was spent in the 


drawing o'‘tice at Euston, and part assist- 


ing on the construction of Garston New 
Dock, where he became Assistant to 
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Mr. W. E. Thornhill in 1905, remain- 
ing on this work until its completion 
in 1910. He was then appointed Assis- 
tant to the District Engineer at Wal- 
sall, where he remained until 1917, ex- 
cept for a short period of railway work 
in France. From January, 1918, he 
acted as District Engineer at Crewe, 
which appointment was confirmed in 
1919. In September, 1920, he was 
appointed District Engineer, Manches- 





Mr. E. H. dE. Darby 


Appointed Assistant Engineer, St. Pancras, 
L.M.S.R. 


ter. the position he held until appointed 
Divisional Engineer (Eastern Division), 
Derby, in January, 1929. When the 
Chief Civil Engineer’s Department was 
reorganised in 1935, Mr. Darby was 
transferred to St. Pancras as Assistant 
Engineer (Permanent Way), the posi- 
tion from which he is now promoted. 
Mr. Darby is a Major in the Engineer 
and Railway Statt Corps, and a Member 
of the Institution of Civil Engineers. 
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Mr. James Briggs, who, as recorded 
in our issue of November 12, ha. been 
appointed Assistant Engineer Per- 
manent Way), St. Pancras, L.) R., 


is the eldest son of the late Mr nes 
Briggs, C.B.E., at one time E) er- 
in-Chief, Midland Railway. He 1ed 
the Chief Engineer’s staff of the ler 
Midland Railway in 1908, and | 912 


Assistant t the 
Engineer In 


was appointed 
Divisional 


Western 





Elhott [& Fry 


Mr. James Briggs 


Appointed Assistant Engineer, Permanent Way 
St. Pancras, L.M.S.R. 


October, 1914, he was granted a tem- 
porary commission in the Royal Engi- 
neers and proceeded to France in Feb 
ruary, 1915, serving there until 1919. 
During this period he was engaged on 
various railway constructional works 
under the Director General of Trans- 
portation. being promoted to Captain 
in April, 1916, and Major in June, 1918. 
He was mentioned in despatches on 
March 16, 1919. He returned to rail- 











Annual Reunion Dinner of the Royal Engineers (Railway Operating 
Division) at the Trocadero Restaurant, London, on November 12 
Photo} (see report on page 897) re 
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way service in the New Works Section 
of the Chief Engineer’s Department, 
Midland Railway, and in October, 1920, 
ypointed Southern Divisional En- 
ginee He continued in a correspond- 
ing position under the L.M.S.R. until 
April 1928, when he became District 
Engineer, Bangor; and was transferred 
to 1 Chief Engineer’s Office, St. 
Pancras, as Senior Assistant (Per 
manent Way) on August 1, 1935. Mr. 
Briges is a Member of the Institution of 
Civil Engineers. 


was « 


We regret to record the death on 
November 8 of Ir. E. C. W. Van Dyk, 
Joint General Manager of the Nether- 
lands Railways Company. On the day 
of his funeral, November 12, all work 
and traffic on the system was stopped 
for one minute at 12 noon in tribute to 
his memory. 


INDIAN RAILWAY STAFF CHANGES 


Mr. J. Mackinnon, officiating Direc- 
tor of Civil Engineering, Railway 


Board, has been appointed to officiate 
as Chief Engineer, N.W.R., as from 
September 13. 

Mr. E. C. Whelan, officiating Senior 
Government Inspector of Railways, has 
been granted leave for ! year and 
5 months preparatory to retirement, as 
from December 2. 

Mr. H. J. Darling, Chief Electrical 
Engineer, E.I.R., has been granted 
four months’ leave as from Septem- 
ber 10. 

Mr. P. D. Paude has been appointed 
to officiate as Deputy Controller of 
Railway Accounts as from September 1. 

Mr. A. B. Turner, Deputy Chief 
Mechanical Engineer, Running  (Car- 
riage & Wagon), E.I.R., has been per 
mitted to retire from Government ser- 
vice as from September 5. 

Mr. H. W. Puttick has been ap 
pointed to officiate as Chief Electrical 
Engineer, E.I.R., as from Septem 
ber 10. 

Mr. W. T. Biscoe, V.D., Divisional 
Superintendent, Ferozepur, N.W.R., 
has been granted six months’ leave as 
from October 15. 

Mr. W. B. Burford on 
from leave in England 
Engineer-in-Charge, Permanent 
and Stores, G.I.P.R., Bombay. 

Mr. S. M. M.A., has been 
ppointed Agent (Staff), 
G.L.P.R. 


returning 
becomes 


Way 


Basrur, 
Deputy 


Mr. H. A. Carson, who, as announced 
in our issue of November 5, has been 


ippointed General Manager of the 
Central Vermont Railway, was born 


in Toronto in 1888; he was appointed 
Commercial Agent, Grand Trunk Rail- 
way, at Montreal in 1917, District 
Freight Agent, Canadian National Rail- 


ways, Toronto, 1928, General Freight 
A gent of Canadian National-Grand 
Trunk lines at Boston in 1930, and 


General Freight Agent of Central Ver- 
mont lines in 1932. He is a Director 
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and General Freight Agent of Central 
Vermont Terminals, Inc., of New York, 
a member of the Vermont State Cham- 
ber of Commerce, the New England 
Council, Associated Industries of Ver- 
mont, and New England Traffic Club. 
COLONIAL OFFICE APPOINTMENTS 


The Crown Agents for the Colonies 


announce the following first class 
appointments :— 

Mr. K. D. Francis, to be Store- 
keeper, Nigerian Railway. 

Mr. J. Hudson, to be Assistant 


Lecomotive Superintendent, Kenya 
and Uganda Railways & Harbours. 

Mr. N. F. Stevens, to be Assistant 
Workshops Superintendent, Mechanical 
Department, Kenya and Uganda 
Railways & Harbours 





The late Mr. Henry Coulson Bond, 
who, as recorded in our issue of July 23, 
died on June 12 this year, left estate 
valued at £54,769 (£33,186 net). Mr. 
Bond President of the National 
Federation of Iron and Steel Manufac 
turers in 1920-21. 


was 
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Mr. F. W. W. Valpy, whose name is 
well known in China as a railway 
engineer, returned from Shanghai on 
October 23 for England, - severing a 
connection with China extending over 
Mr. Valpy retired from the 

Engineer-in-Chief of the 
Railway in 1930, 
been District 


32 years. 
position of 
Canton-Hankow 
having previously 
Engineer at Changsha: his connection 
with the line dates from 1911, and he 
went through the strenuous times of the 
revolution of 1911 when at Hankow. 
He constructed the Pachi river bridge, 
the largest bridge on the line, 1,440 ft. 
in length, as well as 40 miles of the 
railway, and did considerable surveying 
in the Hopeh and Hunan provinces 
In 1905 he was sent to China by the 
Agents for the Colonies t 
survey the Canton-Kowloon Railway. 
and later acted as Engineer-in-Chief 
of the Shanghai-Nanking Railway for a 
time. Mr. Valpy had a long and 
varied career prior to coming to China; 
in 1889 he was on the Paraguay Central 
Railway, and later on the Federated 
Malay States Railways. Mr. Valpy 
intends to make his future home in 
England 


Crown 








Opening of Fielden House 


New headquarters of the Railway Companies’ Association 


From 5.30 to 7.30 last Tuesday after- 
noon, the Chairman and members of the 
Railway Companies’ Association (of 
which Mr. G. Cole Deacon is secretary), 
held a reception at the new offices of 
the association in Fielden House, Great 
College Street, Westminster. The new 
building, which has been built on a site 
previously occupied by the London 
offices of the former Lancashire & York- 
shire Railway, in addition to the Secre- 
tary and staff of the Railway Com- 
panies’ Association, houses. the 
Railways’ Staff Conference \ccep 
tances were received from :— 


also 


Sir Alan Garrett Anderson, M.P.. Phe 
Rt. Hon. L. S. Amerv, M.P., The Rt. Hon. 
Lord Ashfield of Southwell, P.C.; Messrs. J 
Armstrong, T. J. D. Atkinson, K.C., Jacques 
Abady, K.C., H. E. Allen, H. Aidley; The 
Hon. A. W. Baldwin; Messrs. A. L. Barber, 
\. F. Bound, W.Bishop, H. F. Burt, L. Browett, 
Ashley Brown, R. J. Barrett, H. Leslie Bovce, 
M.P., C. E. C. Browne-; Sir Charles H. Bressev, 
Col. Sir Donald Banks, Sir Charles C. Barrie, 
M.P.; Mr. Oliver R. H. Burv. 

Major Wiliam H. Carver, M.P.; Messrs 
H. Adams Clarke, W. H. C. Clay, O. Cromwell, 
H. W. Chinn, A. B. Challacombe, W. Ashley 
Cummins, H. M. Cleminson, S. Cope Morgan 
E. G. H. Cox; Lieut.-Col. E. T. Crutchley; 
Mr. G. Cole Deacon ; Sir Ralph Cope, The Rt 
Hon. The Viscount Clanfield, The Rt. Hon 
Lord Clinton, P.C.; Mr. H. W. Corry; The 
Rt. Hon. The Earl of Dudley, Sir Francis H 
Dent; Messrs. F. R. E. Davis, Ashton Davies; 
Major L. F. S. Dawes: Messrs. R. G. Davidson, 
Clement Davies, R. B. Dunwoody; The Rt 
Hon. Lord Ebbisham ; Mr. A. Eddy 

Messrs. E. LB. Fielden, C. E. Fairburn, J. B 
Forbes Watson, E. J. 
William Firth; Mr. Eric Gore- 
W. Guy Granet, Sir H. Nigel Greslev ; Messrs. 
F. Gilbert, A. H. Grainger, Maurice S. Gibb, 
W. H. Gaunt, J. R. Gordon, Mr. Greenhill ; 
Sir Thomas Gardiner, Sir William Gravy, Sir 
George Gillett. 

Mr. R. Holland-Martin, TVhe Rt. Hon 
Viscount Horne of Slamannan; Messrs. A. G 
Hubbard, A. Howie, S. E. Hitchcock, R..H. 
Hill; Sir Cyril Hurcomb, Col. Frank Hilder ; 


Fottrell, Mr. Foot; Sir 
srowne ; Sir 


Messrs. D. H. J. Hartley, J. R. Hind, Frank 
Hodges, H. F. A. Hoskins, St. John Hornby, 
W H. Hamlyn, Michael Hornby, W. H. 
Hanscombe, Victor Heal; Sir Ambrose Heal : 
Messrs. F. 1 Holford, E. Holland-Martin, 
R. J. M. Inglis, J. B. Ismay; Sir Francis 
lL.’ Estrange Joseph. 


Messrs. K. Werr, J. A. Kay; Sir Stephenson 
Kent, Mr. Cvril E. Lloyd; General The Hon 
Sir Herbert A. Lawrence; Mr. F. W. Legett ; 
Sir William Larke; Mr. D. R. Lamb; Sir 


Frederick Liddell; Messrs. F. J. Leathers, 


Guy Locock, W. A. Lee, S. C. E. Lloyd ; The 
Rt. Hon. Lord Luke of Pavenham 
Mr. Henry Mansbridge; Sir Charles | 


Morgan ; Sir James Milne ; Messrs. A. Maynard 
G. Marshall, J. McLaren, G. Morton ; Sir Walter 
Monckton, Lieut.-Col. A. H. L. Mount, The Rt. 
Hon. Lord Macmillan of Aberfeldy, Sir Harold 
Morris; Messrs. R. E. L. Maunsell, Harold 
Macmillan, M.P., H. V. Mosley, H. Martin ; 
The Rt. Hon. Lord McGowan ; Mr. C. H. New 
ton; Sir John H. B. Noble; Mr. H. Napier ; 
Lieut.-Col. Sholto S. Ogilvie. 

The Rt. Hon. Lord Palmer, The Hon. Clive 
Pearson ; Messrs. E. E. Painter, H. M. Piper ; 
Mr. Justice du Parq; Messrs. R. Pezzani, B. de 
H. Pereira; Sir Thomas W. Phillips ; Messrs. 
Il. Buchanan Pritchard, F. R. Potter, H. B. 
Pearson, S . Page, C. « Page, H. W. J 
Powell, Arthur J. Phillips, J. Quirey; The 
Rt. Hon. The Earl of Radnor; Messrs. A. P 
Ross, A. 1 ". Robinson; The Rt. Hon, Sir 
Malcolm Robertson, Sir Alfred Read, The 
Rt. Hon. Viscount Runciman of Doxford, P.¢ 

Sir Josiah Stamp; Messrs. Charles Sheath, 
I’. W. Showers, C. J. Selwav, W. A. Stanier, 
Ff. Smith, G. S. Szlumper, H. L. Smedley, 
C. E. R. Sherrington, W. T. Streathers; Sir 
Joshua Schole field, Sir Charles Stuart-Willian s ; 
Messrs. E. Short, W. A. R. Squance, Clarence D. 
Smith; Sir Gerald F. Talbot; Mr. G. R. T. 
Taylor; Sir John E. Thornyereft; Messrs 
H. L. Thornhill, Alfred Tvlor; Col. A. H. ¢ 
Trench; Messrs. R. H. Tolerton, F. Gordon 
fucker, W. M. Teasdale ; Major The Rt. Hon. 
G. C. Tryon. 

Messrs. G. C. Usher, E. C. Vigors, Douglas 
Vickers, William Whitelaw ; Sir Murrough John 
Wilson, The Rt. Hon. Lord Wigram; Mr. C. H. 
Whitelegge ; Sir Ralph Wedgwood, Sir William 
Wood, Sir Herbert Walker; Mr. T. S. , 
Wallington ; Lieut.-Col. E. Woodhouse ; Messrs. 
Arthur Watson, O.C. Williams, E.G. Woodward, 
S. Witherington ; Sir Thomas Williains, Sir 
Evan Williams, Col. Sir Charles Wright. 
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STAFF AND LABOUR MATTERS 


Wage Claims—London Transport 

A joint meeting of the executives of 
the National Union of Railwaymen, 
the Associated Society of Locomotive 
Engineers and Firemen, and the Rail 
way Clerks’ 
London on Thursday, 


Association was held in 
November 11 
to discuss details of a proposed claim 
to the London rransport 
Board for improved wages and condi 
tions for railwaymen on the _ board’s 
taff The three joint executives re 
viewed the position in the light of th 
financial report of the London Pas 
senger Transport Board and decided 
that the matter should be considered 
separately by the executives, after 
which a further joint meeting would be 
held 


Passenger 


National Health Insurance 


The National Health Insurance 
(Juvenile Contributors and Young Pe 
introduced into th 
House of Commons on October 27 
1937, and has been committed to a 


sons) sill was 


ommittee of the whole house. 

[he purpcse of the Bill is to pre 
vide medical benefit under the National 
Health Insurance Act to boys and girls 
who on leaving school 
ployed before reaching the age of six 
teen and thus to bridge the gap in 
medical supervision which at present 


become em 


exists between school medical servi 
ind the commencement of full insur 
ince under the National Health 
Insurance Act [The Bill accordingly 
provides that any boy or girl who, aftei 
reaching school leaving age but befor: 
the age of sixteen, becomes employed 
within the meaning of the Nationa! 
Health Insurance Act, shall imme 
diately become entitled as a juvenile 
contributor ’’ to medical benefit as 
though he were an insured person and 
that whether or not he 
tinuously employed he shall continue 
to be so entitled until the end of the 
half-year in which he attains the age 
of sixteen and a half, or until he be 
comes entitled to the benefit as a fulls 
reason of employ 


remains con 


insured person. by 
ment after the age of sixteen, which 
ever first occurs 


Annual Holiday Bill 

When _ the reading of the 
Annual Holiday Bill was moved in the 
House of Commons on Friday, Novem- 
ber 12, a long debate ensued in which 
the Parliamentary Secretary to the 
Ministry of Labour said that from the 
Government’s point of view the only 


second 


question was the practical one of de 
ciding upon the manner in which holi 
days with pay might be assured for 
the greatest number of workpeople, and 
not the question of deciding in favour 
of a compulsory system or a system o! 
voluntary agreement The Govern 
ment thought that, as a departmental 
committee was investigating the rele 
vant facts, it would be wiser for th: 
House to support an amendmer? 


which moved that further information 
was required on the whole problem, 
before the Bill was read a second time. 
The second reading of the Bill was 
rejected by 134 votes to 133, and the 
amendment carried by 130 votes to 
Sz. 
Holidays with Pay: Railway Com- 
panies’ Statement to Government 
Committee 


On Wednesday, November 17, evi 
dence was submitted by the main-line 
railway companies to the committee 
appointed by the Minister of Labour to 
consider the question of holidays with 
pay. The memorandum of evidence 
was in two parts, the first, presented 
by Mr. Kenelm Kerr on behalf of the 
Railway Staff Conference, dealing 
with the number of staff employed, 
the number receiving holidays with 
pay, and the views of the railway com 
panies in regard to holidays with pay. 

The total staff employed by the four 
main-line railway companies at March, 
1937, was approximately 573,000, of 
410,000 are 

scheme of 

They com 
prise all grades of wages staff engaged 
in the manipulation of traffic, usually 
described as conciliation grades, and 
the majority of the salaried — staff 
Outside this machinery of negotiation 
there are approximately 120,000° rail 
Way workshop staff who have 
separate negotiating machinery. 

Che majority of the remaining 43,000 


whom approximately 


covered by an agreed 


machinery of negotiation. 


ire either covered by separate schemes 
or are represented by trade unions with 
which negotiations relating to their 
rates of pay and conditions of service 
ire conducted by the companies. The 
total number of staff receiving holidays 
with pay by agreement is about 
538,300 In addition, holidays’ with 
pay, though not provided by agree 
ment. are granted by the companies to 
other sections of staff, totalling approxi 
27 , 200. The only staff not 
holidays with pay are 


mately 
allowed any 
ilmost entirely confined to grades com 
ing within the dock industrv, in which 
negotiations in regard to both decasuali 
sation and holidays with pay are now 
in progress 

In view of the cost, the companies 
onsider that the granting of holidays 
with pay is not a matter suitable to be 
dealt with by statutory enactment 
ipplying in eaual terms to all indus 
tries, but should be regarded as an in 
tegral part of the contract of service 
As such, it is a matter to be judged in 
relation to the value of the services 
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rendered and the ability of t em 
ployer to pay, and, being in essence an 


enhancement of wages, should be dealt 
with through the existing machinery 
of negotiation for questions of employ 


ment. The companies also supplicd the 
committee with copies of their ting 
schemes of machinery of nes tion 
for railway staff and for railwa rk 
shop staff, and, in addition, st ents 
were submitted giving particulcrs of 
the various sections of staff r ing 
holidays with pay, the numbers em 
ployed in each section, and the oth 
of holiday granted, together w di 
tails of the arrangements in. reg to 
payment and leave on bank and bli 


holidays. 

The second part of the con eS 
evidence, presented by Mr. C. J. Sel 
wav on behalf of the R.C.H. §$ 


intendents’ Conference, dealt with th 
effect of holidays with pay up the 
volume of holiday traffic, emphasising 
the importance to the expeditious 
handling of such traffic of the earlier 


holidavs movement which railways 
already done much to encourage 

The disadvantages to travell of 
further increased holiday traffic in July 
and August were outlined. Anxiety of 
passengers to travel in the first par 
trains running in duplicate causes 
Restaurant car. servi 
sittings for 


f 


crowding 
overtaxed necessitating 
meals at times unduly early or lat 
Stations and the streets leading thereto 
become congested, which makes 
necessary for travellers to allow 
time for catching their trains M 
over. the holiday traffic peaks at w 
ends in the summer months involve th 
maintenance of equipment which dur 
ing the rest of the vear is in excess of 
reauirements 

To show the inconvenience to. the 
puhlic likely to ensue from a sudden 
addition to the extensive holiday traffic 
of Tulv and Auevust, the evidence prt 
sented the following particulars of the 
disparity in coaching train mil 
ilready existing between these months 
and the rest of the vear: 


Period of four No. of Percent 
weeks ended, 1936 miles 
February 22 19.708, 104 100 
Mav 16 20,135,832 162 
June 13 21,565,916 109 
Julv 11 22,783,614 116 
August 8 24,317,181 123 
September 5 23,641,639 120 


To illustrate the occupation of thi 
running lines by passenger train set 
vices the following particulars of the 
total number of passenger trains 
booked and_ relief) dealt with at 
selected points on Saturday, July 31, 
1937, compared with Saturday, June 5, 
1987, were quoted :— 





| ( M | York 


saturdays | (L.M.S.R.) | (L.N.E.R.) 
— = 
lulw 31, 1937 599 | 390 
June 5, 1937 469 266 


Victoria Waterk 
Taunton | Souther Souther 
G.W.R to coast sca aa 
sorts and resorts al 
Continert Continent 
316 259 | 163 
194 116 | 62 
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following statement was sub- increase of 4s. a week. The council, Fortheoming Events 
it showing the number of passen- as reported in our issue of October 29, 5 

urneys in connection with the has recommended an increase of 2s. a Nov. 19 (Fri.).—lInstitute of Transport (East 

D Ca : tee ‘ Jlands). ; ’elbeck 1. Nottinghz 

7 pal holiday traffics originating on week for workers over 21, and Ils. a 730 pat ’ Reps oe L Nottingham, 

t e . ° ° ss . Jas mM. sito resident. 

t} stems of the four main line rail week below that age. x iain ; gine a 

, : Nov. 22 (Mon.). G.W.R. (Birmingham) 
va ympanies, month by month, dur A resolution was moved that the Lecture and Debating Society, at Great 

I ie year 1936, with the percentage conference accept the terms which Western Hotel, Snow Hill Station, 6.30 p.m. 

. . ite o-ore “< io ( R i « g « 
rison for each month to the emerged from the negotiations. An rhe ¢ rdination f Rail and Road 
Freight Transport. How can it be 
total: amendment was moved that the matter Achieved and Implemented?’ by Mr. 
D. Blee. 
Institute of Transport (Scottish), at Glasgow, 
7.15 pm. “Dr ests,” 
Dav, half-day and evening Monthly return, period 1S pm , sean Test rb by Mr. G. 
eotsvatume Hmedeidtiait vce ees aeaie eoaial Howarth. Paper by Mr. D. Falconer. 
i ve “i ' rs ‘ pacar 9 a pose anc aor ee Southern Railway (London) Lecture and 
risielShe saree + ces aaa: dah vais ; bs Debating Society, at Inst. of Civil Engin 
SD eee nee eers, Great George Street, S.W.1, 6 p.m. 
The Film Service of the German and 
] other Railways,” by Herr Miiller-Hille- 
Per cent Per cent | Per cent brand. 
N to vearl\ \ Oo vearl\ N » vearl pis , 
é, r wast > - ; “% Nov. 23 (Tues. Institute of Transport (Bir 
“ ti ’ mingham Graduate), at Chamber of 
Commerce, New Street, 6.30 p.m. ‘“ In 
: pe tate z , _ - a dustrial Administration with Special Re 
30,250,569 are =; $°3 32,699,050 6°9 ference to Transport,” by Mr. V. Pilbeam. 
28,114,889 6°7 z. tJ 30,599,148 6°95 Institute of Transport (Leeds Graduate), at 
30,249,739 7+2 2, td 32,781,651 6°9 City Transport Department, 7 p.m. ‘* Road 
1999213 = = 117229 = é , 
32,925,131 ‘9 ', S°o 37,447,332 1-9 Passenger Transport: the Relationship 
34,024,326 8-1 +, S°3 38,466,594 Sl between Municipal and Private Enter 
39,885,674 9°9 4, 8-3 +4 S44 4 prise,’ by Mr. A. Stone. 
39,623,371 9-5 8,158,906 I5°3 47,782,277 10-1 Institution of Locomotive Engineers (Manches 
50,443,157 12-0 8,768,665 16-4 59,211,822 12-5 ter), at 36, George Street, 7 p.m. Discussion 
S ‘ 36,523,618 8-7 4,839,902 9-1 t}) 363,520 8:8 n Works Costing 
34,532,621 8-2 3,531,166 6°6 38,063,787 8-1 Permanent Way Institution (Ashford), 6.45 
29,667,103 7° 2,584,891 1-8 32,251,994 6°S p.m. ‘* Permanent Way for High Speeds,” 
32,893,537 79 $709,083 8:38 37,602,620 o-U by Mr. W. A. Willox. 
as - "0 £ac Nov 24 Wed. Institute of Transport 
9, 164,0. Ovo 3 10-0 72. 586.369 1WOo-0 
t19, 164,035 ; " oe - . sii Metropolitan Graduate), at Windsor Castle 
Hotel, Victoria, S.W.1, 7 for 7.15 p.m 
Annual Dinner 
\ further document was submitted be referred back to the National Joint li oo of bags Mancheste1 . a ( —e 
: ; : . . aie of echnology, 7.30 p.m win trodes : 
ig a list of the principal town holi Industrial Council, but the resolution, Pats i lopment be Uses,” “ Mr. 
wakes and feasts in 1937. This on being put to the vote, was carried Paterson 
d that, although the hetidays are by just dver a two-to-one majority mers of We ading ag ve , at Inst. 
me ; sta ccere ‘in ocontior ‘a vesihicsee aaa ig EE: of Engineers, Park Place, Cardiff, 7.30 p.m. 
me extent tage red, th freater rhe new rates will come into operation “ Welding Design,” by Mr. J. Dorrat. 
rtion still takes place in the with the first full pay period in Decem Institution of Civil Engineers, Great George 
nths of July and August when the ber. S reet, London, S.W.1, 6 ong “ The 
: . r 1 . Education and Training of the Engineer 
vay traffic is at its peak. Workmen’s Compensation en y H e nanan by Prof. 1 
Ve comment editorially on «his sub Che Workmen’s Compensation Bill, Baker 
on page 865 which is a Private Member’s Bill, was Institution of Locomotive Engineers (Lon 
- i - introduced into the House of Commons don at a ae we agg 5 
0% ‘rans ages ‘ an age toreys Gate, . , TN, : 
ac ransport ages yn October 20, 1937, and is down for Hammer Blow with Axle-Hung Electric 
\ conference of delegates, represent second reading on November 19. fraction Motors,”’ by Mr. H. McClean. 
municipal transport workers, met Ihe object of the Bill is to amend Nov 25 Thurs. Institute of Welding 
\Mlanchester on Tuesday, Novem the law relating to workmen's compen Sia caek wai Hot I, fo GD Ems 
> . . ° - on lectri« elcing, \ [< Be a es. 
16, to consider the Joint Industrial sation, and a report of the debate will Institution of Electrical Engineers, Savoy 
il award on their claim for a wage be given in ncxt week’s issue Place, London, W.C.2, 6 p.m. ‘ Scientific 
Activities of the late Hon. Sir Charles A 

= Parsons, O.M., K.C.B., F.R.S.,”” by Dr. G 

= Stone \ 

Ni Permanent Way Institution 
y ~~ N ° - ‘Z.3 ~ ey: 4 “ 
Vassar-Smith Ambulance Shield Competition Lecture Hall, Paragon Station, 
‘Permanent Way for High 
fhe annual competition for the The result of the competition was Mr. W. A. Willox. 

ssar-Smith ambulance shield, open to declared as under Nov. 29 (Mon L.N.E.R. Musical Society, at 

; : 7 a Liverpool ret ote ondon, 8 pu. 

ms from theG.W.R Gloucester Corps, Ist D Tean W.. Flew. Captain eee a a Street Hotel, London p.m 

’ r *9 . . . once 
k ace < » Spread Eagle Vassar-Smith Shield 
plac it the Spreac Eagle Hotel om os mm Me i Shiel Nan 90:tTens NER. (York) Lecture and 
icester, on November 6, and at ad. B R r* ; 1ptain Debating Society, at Railway Inst., Queen 
rd. > ; x. Gurney, Captain 5 rr . > og 
cted an entry of six teams. Mr {th | & Lander. ¢ cane si Street, 6.45 p.m. ‘* German Railways,” by 
H. Sprague acted as adjudicator, and Sth. J. Bloomfield, Captain Mr. FE, Arkle. 
team test set by him was both 6th. F,, J. Grimes, Captain. lec, 2 (Thurs.).—Railway Club, at Roval 
j | ial. elici y o l lhe shield a | I Scottish Corporation Hall, Fetter Lane, 
senious and unusual, eliciting a gooc 1e shield was presented to the winning London, E.C.4, 7.30 p.m.“ The Evolution 
ndard of work from the competitors team by the Mayor, and _ individual of Railways,”’ by Mr. Charles E. Lee. 

W. S. H. Williams, Divisional prizes by the Mayoress. The City Dec. 3 (Fri.).—Institute of Transport (Notting 
perintendent, presided over the sub Member, presenting examination awards ham Graduate), at en 7 a 
, rr > % oie 
juent presentation proceedings, and to members of the Gloucester class | s. - — Reo | ~ ee ~ A Atte 
. , - nstitution oO LS ers (sass - | 
is supported by Mr. H. Leslie Boyce, and a number of gold medals for 15, 20 Glasgow Students), at Inst. of Engineers 
City Member the Mayor of and 25 years’ efficiency, complimented ind Shipbuilders, Glasgow, 7.30 p.m. 

7 . * Rail or vor a,” by J 

sloucester (Alderman Harry Harmer) them on the fact that the corps had of te Work in North China,” by Mi 
d : ? ms “ - a eS EE ee SE se ms W. Leitch. 

1 the Mayor ss; Mr. L. J. A. : alla been In existence for 25 years. Appré Omnibus Society,at Inst. of Marine Engineers, 
ay, District Goods Manager ; Mr. A. E ciation of the presence and interest of Che Minories, London, E.C.3, 7 p.m. 

Valker, Joint Goods Manager, L.M.S. the Mayor and Mavyoress, and of Mr ‘*London Area Developments,” by Mr. 

nd G.W.R.; ex-Deputy Chief Con Leslie Boyce, was expressed by Mr Charles F. —— Societ 

4 r : : s rea: e ° . » at.).—Stephenson Locomotive society 
a , KINS, anc epresenta an) r ’ ‘ 3 . , Dec. 4 (Sa - 
ble A. W. Ho} kins, and represent Willianis, who also paid tribute to the Midlands-Northern), at 4, Bury Old Road, 
ves of the St. John Ambulance help and encouragement given so un- Manchester, 6.30 p.m. “A Railway 

srigade stintingly by Dr. Sprague to the corps. Miscellanv,”’ by Mr. F. Carrier, 
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QUESTIONS IN PARLIAMENT 


Service between Glasgow and Edin- 
burgh 

Mr. Robert Gibson (Greenock—Lal 

on November 10 asked the Minister of 

consider the 


) 
lransport if he would 
inconvenience caused to persons desirous 
of travelling from Glasgow to Edin 
burgh in respect that the last availabk 
train leaves Glasgow at 9.50 p.m. from 
Mondays to Fridays and if he 
representations to the 


would 
make railwa\ 
companies concerned to provide a train 
that would leave Glasgow about 11 p.m 
fol Edinburgh 

Dr. Leslie 
nication with the 
concerned and will let the hon 


learned member know the result 


Burgin lam in commu 


railway ompanies 
. ad 


Main Lines Electrification 

Mr. H. Day (Southwark, Central 
Lab.) on November 10 asked the Ministet 
of Transport whether he vould ive 


particulars of any recent mmunica 
tions received from the Railway Com 
\ssociatl relating t the 
further electrification of main_= line 


al d Wald 


tatement on the further improvements 


he now in a position to make 


contemplated 


Dr. Leshe Burgin Phe hon. membet 
will, no doubt, have observed that the 
lectrification of certain a Iditional sec 


tions of the Southern Railway hi 
added to the Schedule to the Rai 
\oreement) Act, 1935, by a certificat 
a copy ol which wa 
House on November 
informed by the 


\ssociation that, except for tl m 
fication, the position 1is_ the me a 
when my predecessor answered a q 


tion by the hon. member on t 
on Mav 6 19836 


Railway Companies and Storage of 
Food 
Vir. R. De la Bere (Evesham— 
November 10 asked th \Iinister tor 
the Co-ordination of Defence 
would consider con 


whether 
the Government 
ulting the chiefs of the four main 
line railway companies with a view to 
obtaining thei co-Opel ition ce) the 
utilisation of their systems throughout 
the country for the storage of food 
purposes only 

Sir T. Inskip (Minister for the C 
ordination of Defence Che Government 


emergency 


is already in consultation with the four 
railway companies regarding storagé 


accommodation in relation to al 


Coal Wagons 

Mr Ellis Stoke—Lab 
on November 15 asked the 
for Mines if his attention had been 


Smith 


Secretar\ 


drawn to collieries having to retard 
production owing to a shortage of 
wagons; and would steps be taken to 
obviate this? 
Captain 


Crookshank (Secretary 


for Mines): [I have only had one such 
ently notice 
neither I nor my right hon. 
Minister of Transport have 
powers to deal with the 


case re brought to my 
and, whil 
friend the 


statutory 


matter, | am inquiring whether there 


is any action I can usefully take. 

Mr. James Griffith (Llanelly—Lab.) : 
Is it not now time for the Government 
1 take the matter in hand seeing that 
t is quite 20 years since the Sankey 

1 ommended that wagons 
should be pooled? 
No answ 


Was given 
Indian Railways 
Mr. H. Day (Southwark Central 

Lab.) on November 15 asked the Un 
der Secretary of State for India 
whether he could state the total mile 
ige of railways in India purchased and 
owned by the Government of India and 


the amount expressed in sterling, paid 


by that Government for the same; the 





total number of employees working on 

state railways i it the last con 

nient date ind the mileage of rail 

\ s in India still under privat on 
trol 

Lord Star Under Secretary of 

State for Indi The total mileage 

owned by the Government oi 

lia part only of which has’ been 

purchased the rest having been con 

by the St er directly or 

thr wn rie wWwency ot companies, 1s 

9,722; the amount expended on pur- 

S out £160,000.000 The 

total number of employees on State 

woed rails S India at the end of 


1935-36 was about 650,000; the mile 
which may be said to be unde 
ie control of private 


bout 2,500 


companies 1s 


French State Railway Loans 


Mir. R. De la Ber EK vesham—( 

November 16 asked the Chancellor 
f the Exchequer whether the 
£4.000,000 lent to the French State 
Railwavs by British banks last January 
had his approval; and what were the 
terms I re] Vl ts 

Che Chancellor of the Exchequer (Sit 
ohn Simon): The answer to the first 


question is in the affirma 





tive rhe credit was to run for a maxi 
1um period of about ten months, re 
nts to take place during the 


iber 30 to December 24. 


| Tl d Nove ll 
Losses by Breakage and Damage 
Mr. W. S$ 
November 17 


lransport whether he 


Liddall (Lincoln—C.) on 
the Minister of 
would cause an 


isked 


quiry to be made into the causes and 
xtent of the losses by breakage and 
damage incurred by parcels and goods 
in order to deter 
mine one of the factors contributing to 
the high cost of distribution of retail 


goods. 


nveved by railway, 


Captain Austin Hudson (Parliamen- 
tarv Secretary to the Ministry of Trans 


Vovember 19, 1937 


port): I do not think that any eful 
purpose would be served by an Ir\ 

Mr. Liddall: Would the hon tle 
man explain to the House why ha 
come to that conclusion? 

Captain Hudson: I consider { 
matter is primarily one between } 
dividual trader and the individ | 
Way company. . 

Mr. Liddall: That would ha 
1 better reply 


Staggering Working Hours 
Lieutenant-Commander R. | 
(Warwick, Nuneaton—Lab.) on N 
ber 17 asked the Minister of 
port if he had any statement t 


is to the inquiries into staggeri1 
ng hours; and if he proposed 
conference of traffic authorities 
ployers to consider the matter 
Captain Austin Hudson : My 
hon. friend has not yet fully cor 
the rather lengthy preliminary iny 
ations which are necessary before 
be in a position to make any 
ment, but much has already been ¢ 
Replying to a 
Lieut. Commandet 


further question 
Fletcher, (¢ 
Hudson said that inquiries wer 
made to see what sort of a confe1 
would be most suitable. They w 
to go into the matter very thorou 
Suggested New Scottish Ferry 
Mr J. Cassells (Dumbarton 
Lab.) on November 17 asked the S 
tary of State for Scotland if he 


considered pre posal to maui 


ferry with State uid for pass rs 


lil ] Coulp 
Ardentinny across Loch Long, fo1 


purpose of opening up to tourist 


rnd vehicles between 


the entire Cowal shore and Ros 
peninsula; and if he had any st 
ment to ike 

Mr. W. Elliot (S tary of S 
Scotland The hon. member has 
formed 1 f proposal for 
7 ss Loch Long which has been 
mun ad te him Dy 1 correspon 


I have looked into the question bu 
does not appear that I have any | 
to vive financial aid in carrying 
the proposal It is open, 


| howeve 
the County Councils concerned 1 
ider whether there is a case for 
exercise of their powers under the H 
bours, Piers nd Ferri Act re 


passed 


Railway Company’s Facilities for 
Borrowing 

Mr. R. De la Bere (Worcester, E 
sham— on November 17 asked 
Minister of Transport, whether, 
ecards the negotiations that were. p! 
ceeding with the chiefs of the fo 
main-line railway companies for 
purposes of the utilisation of their s 
tems throughout the country for tf 


Storage tor en 





lergency purposes 
the Government proposed to exte 


still further the facilities of the railw 


companies for borrowing through the 
Railway Finance Corporation Limited, 


or some similar concern, money at thi 


rate of 2} per cent., guaranteed as t 





pri 
We 


> 
ru 


Ars 





YIM 


Vovember 19, 1937 

1 and interest by the Treasury. 

( n Austin Hudson: No, Sir. 

srompton to the City Service 

[ \ McLaren (Stoke-on-Trent, 

Bur i—Lab.) on November 
er ol 


West 


17 asked 
Transport if he was 
t there was no through ser 
ins to the City West 
station; and if he would tak 
ure an improvement in this 
nd/or an improve 


from 


ment in the 
rvice 
( n Austin Hudson: I am in 


ition with the Lor 





ransport Board and 
: 


ber know the result 


L.M.S.R. Train Collision 


Robert Gibson (Greenocck—Lab.) 

ber 17 asked the Minister of 

lr t if he had any statement to 

rding the collision between 

press trains from Scotland early 
morning near Crewe 

Austin Hudson: I undet 

m the L.M.S.R. that at 4.20 

erday the 8.30 p.m. train from 





, »L lon collided at Crewe with 
of tl 10.30 p.m. train from 
(sy ) Lond 1} Che re waS a cl lst 
the time I regret to state that 
| ssengers, a gu ird, l sl ( ping 
lat iid a fireman were in 
he only serious injury was to 
rd My right hon. friend has 
d one of his inspecting officers 
| til mquiry. 
Gi n said the House would bi 
t th had not been \ 
injuries They all knew th 
record oi the British railway 
travelling, and it might well 
of the Ministry to mak 
ls as safe as railways 


\rgentine Railways 


i) J. W. Leech (Newcastle-upon 
| West on November 17 asked 
Secretary of State for Foreign 

\ vhether he was aware that the 


Argentina with British 


ok annually more than on 


tons of British coal and much 
equipment; that it was essential 
interests of our coal and heavy 
in €Xpol trades to defend 


s lent to foreign countries which 
d such exports; and would he 

t to the Argentine Government 
injury done to the Anglo 


| unremuneratiy 


{ 3 
\ Hie rauways Dy 
rates, 


exchange 


strictions had cre 


taxation, and 
ated ill-feeling 
countries and _ pre 


i the railways ‘raising British 
il by which to extend the Argen 
pastoral and grain industries and 


il Anglo-Argentine 


oe 
trade. 


Lord Cranbourne (Under Secretary of 
~ for Foreign Affairs) : His 
\] sty's Government is fully aware of 

iportance of the matters to which 
hon. frieid draws attention. As 
ds the last part of the question, I 
nothing to add to the answer 
h I gave to my hon. and gallant 
id the Member for Hertford on 
N mber 9. 
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R.O.D. Dinner 


Colonel Speir’s tribute to Sir Cecil Paget 


The sixteenth annual Officers’ Re 
Dinner of the Royal Engineers 
Railway Operating Division) was held 


union 


frocadero Restaurant on London 
on November 12. Lt.-Col. 
K. R. N. Speir, the chair 


at the 
with 
D.S.O.,. in 








hese present were: 

Ma Pr. W. Abraham, Cap G.S. Bell 
Captain E. F. Blac] l, Mr. S. I Ca il 
H. K. Bost Major W. A. Bro Cay 
F. L. &a Ca un C. S. Claxton, (¢ i | 
( I \ ( \ 1) ( 

M ( H. W. ! Capta &: & ‘ 

I iptain PF. H Ma G. J. H ( 

\ IK. H. | i el ( i: & s&s 
Lynde, Cay eM Te Capta 
M.D. 1 son, M H. G. § Lic 

( I 2 N. Snei l 1 ( 

I Cay F. Ta Major H. G.I 
Capta | | | Ca uM. 
I we ( el W : 2 ( in W. ¢ 
Wi eS nW.A.W n 
Col Qa Wrilen: 

After the loyal toast Colonel Speir 
proposed — the toast of \bsent 
Friends, ind mentioned that, since it 

the first reunion dinner since the 


death of their Commanding Officer, Si 
Cecil Paget, it had been decided to con 
fine it to R.O.D. officers and a few 
friends closely associated with the for 
n of the 


i¢© wish of Sir Cecil Paget 


he said, 


that this 


division It was 


innual function should continue. and 
that was his excuse for occupying the 
air, however inadequately. He wel 


{ paying his 
iffection and 


i] intense 
idmiration which he knew was shared 
privilege of 


by all who had had the 
ving under their late Commanding 
Equally with their Allies dur 


ig the war they appreciated his ster 
ling qualities, and th would be 
pl ed to know that Lady Paget had 
rece d numerous letters from both 


civil and military authorities in France 
expressing appreciation of the work 
done by the Colonel. 

Sir Cecil Paget was one of the out- 
standing figures in the railway world of 
our time, said Col. Speir. His method 
of train operation received world-wide 
recognition and had been copied by a 
railways throughout the 
who criticised adversely 
not capable of under- 
standing his methods and could not 
1emselves obtain the efficient results 
He was a born organiser, 
and made a success in whatever sphere 
of business he chose to set his mind. 
First as a works manager, then as 
Chief Operating Superintendent of the 
old Midland Railway, then as O.C. of 
he Railway Operating Division, and 
later as manager of a large steelworks 
in the Midlands, his success had been 
outstanding And the secret of this 
success lay in his capacity for work, his 
rdinary aptitude for mastering 
detail, and his power of concentration. 
Havin: 
of action he never lost the substance 
for the shadow; he was invariably cor 
rect in diagnosis, and the remedy fol- 
lowed automatically, but not until he 
was satisfied that his plan was feasible 
and that those who had to carry it out 
understood precisely what was required 
of them. He was greatly helped by his 
of humour and was always on the 
look out for fun. Nobody enjoyed a 
-a rag better than he did. Paget 
sportsman in the best sense of 
the word, a loyal friend and generous 
to a fault 

‘“We have lost a real 
Colonel Spveir in conclusion, 


number of 
Those 


his system were 


he achieved 


extra 


made up his mind on a course 


was i 


pal,’’ said 
‘and the 
world is the poorer by his passing.’’ 








Modern Electric Rolling 





\t the opening meeting of the 1937 
38 session of the Great Western Rail 
Vay London Lecture and Debating 
Society, Mr. W. S. Graff-Baker, Chief 
Mechanical Engineer f the London 
Passenger Transport Board, gave a le¢ 
ture on ‘Modern Electric Rolling 
Stock for Urban Operation.”’ The 
lecture was illustrated by lantern 


slides showing 


the development of this 

rolling stock in England and _ els 
where. Mr. Cyril Lloyd, a Director of 
the G.W.R., was in the 
Mr. Graff-Baker said that his subject 

presented quit different 
lved by other kinds ot 
They n 
ing passengers quickly 


chair 


problems 
from those inv« 
rolling stock were those i 
volved in carry 
through a_ series of closely spaced 
stations under conditions of high traffic 
density. The 


speaker dealt particu 


larly with the requirements of trains 
for urban operation. The first of 
these, which was the ability to get 





Stock for Urban Operation 


stations as 
raised the 
rolling 
which 


iway from quickly as 
problem of con 
stock with electrical 
when fully loaded 
ould attain full speed as quickly as 


possible 


possible P 
structing 
cquipment 


Considerations of cost, and 
maintenance of motors and electrical 
combined to make, say 1:7 
sufficiently high 
icceleration for modern trains. 

The requirement that trains should 
run at a reasonably fast speed between 
the stations was modified by the fact 
that high train since they 
necessitate widely spaced signals, tend 
nt the line being worked to its 


economy, 


m.p.h per sec. a 


speeds, 


to preve 


full capacity. Here therefore it was 
necessary to make a _ compromise. 
[rains should be able to stop as 


quickly as_ possible and, although 
brake blocks were used on every axle, 
owing to technical considerations and 
the comfort of passengers the maxi- 
mum deceleration which was desirable 








898 
was not more than about 3 m.p.h. per 

Another problem was that of limiting 
the duration of the station stops. This 
was one of the main factors influencing 
the design of rolling stock The use of 
saloon stock with sliding doors instead 
of compartment type stock was dete 
mined by the necessity for quick load 
unloading in the rush hours 
Pneumatically-operated were 
primarily replac 
ing those rated sliding doors 


ing and 
do ITs 
f 


for reasons of satety, 


hand op 


which were still in use on the sub 
surface railways On the most recent 
trains the pneumatically-operated 
doors could be opel ited by the passen- 


ger after permission had been given by 
the guard. [The advantage of this 
stem was that it meant that all doors 
id not have to be 
exposed to the 


opened at stations 
weather 

As far as seating arra 
oncerned, the 
nd le 


onsiderations otf 


ngements were 
combination of 


cross 
igitudinal seats was governed by 
capacity 
comfort 
ereatest 
ort which was e( 
ble should be 
ers in the 
ish hour 


during the 
during th 


degree of 


hours ind 
hours Phe 


rush 
slack 
onomically 
provided. Passen 
is well as the 
travellers had to be 
ittracted, and it was 
b] that 
lighting and modern design 
characterise the rolling stock. 
little 


possible 


omi 
possi 


slack hours, 


therefore desir 
comfortabl seats, good 
should 
Chere 
noise and 
Equal care 
should be taken to make the driver's 
} 


hould, too, be as 


vibration as 


ind guard’s accommodation as con 
venient possible In all these re 
“pect modern urban electric. trains 
howed progressive provement un 


der increasingly difficult condition 








Charges of Non- 
Amalgamated Railways 
Statutcry Rules and Orders have now 

been published embodying the decision 
of the Railway Rates Tribunal to allow 
to the non-amalgamated railway com 
panies and committees the 5 per cent 
increase in standard charges which had 
been allowed to the four amalgamated 
railways by the Tribunal in July last 
operative on Octcber | 
[The increase in the case of the non 


ind became 


imalgamated railways is operative as 
from Octc ber 24 


mated railway a schedule 


To each non-amalva- 
of charges of 
one of the amalgamated railways had 
been made applicable in 1927, and the 
four statutory rules and orders now 
published sanction the necessary modi- 


fications in each schedule, setting out 
the railways to which it applies Each 
order is dated Octcber 20 1937 rhe 
hearing by the tribunal of the apphi 
cations for the 5 per cent 


October 5 and 


Increase Was 
begun on adjourned 

tribunal 
standard 
charges and exceptional rates, but was 
not prepared to deal with fares below 
the standard 

om. & ©., 


to October 20, when the 


authorised the increase in 


1937, No. 994, refers to 
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the railways to which the Great Western 
Railway Schedule applies, and 
are 


these 


Brynmawr & Western Vallevs Railway 
Extension Railway 
Western & Great Central Railway 
Ludlow & Clee Hill Railway 

nw ve WwW sever! >I 
Shrewsbury & Hereford Joint 
Shrewsbury & Wellington 
& Welshpool 


Tenbury Railway 





, 
irews bur 





Vale of Towy Railw 
WW London Rai \ 
\ t London Extet Railway 


L.M.S.R 
subject of 


which the 
applies are the 


Railways to 


Schedule 








S.R. & O., 1937, No. 995, and these are 
the following 

\ « cl itl ‘\ lal | Railwa 

Birkenhe Rai i ludir t! We 
kK ines 

( isle Station Lit 

Dowlais ¢ hvr Rai t 

1) Arl h Joint Rai 

H Railwa 

Merse Railway Compan‘ 

Micla & Great Northern Joint Railway 

Nantybweh & Rhymi Rail 

" Jou ( 

) x " he Sw x Knotting! 
| Ra Vavs 

} l s De Li 

Ix S orised by e Mid-% 1 han 
ire Joi Railw Act, 1926 

Ribble Branch Joint Railwa 

Rothesay Dock Lit 

Sutton Bridge Dock ¢ 

] tX 1 ¥ p 

I m & Ha ste at 

Whitechapel & B Railwa 

Wrexham & Minera Rail 


1937, No 
following 


Se. & @., 
names of the 
which the L.N.E 


Joint Railway 


996, gives the 
railways to 
R. schedule applies 


Lines Railw 








rt & Cheshire Lines Extension 
ster, Black Carr, East Junction, to 
therine’s Junction Railway 
irton & Balloch Joint Railwa 
Dock & Railw 
1d Railwa 
Great Cel Hull & ! ke ind Midland 
Joint Line 
Nottingham & Leicestershire Joint Lines 
Je Rai from Halifax to Holmfield 
rom Hol to Leeds 
Hali High | el ar North & Soutl 
Jur ion Railwa 
Ha ersnii & Ci Railway 
| hou & Meth Joint Line 
London Passenger ‘Transport Board (in 
pect of the railway which immediately before 
| 1, 1933, t! iv of the Metropolitan 
Ik | i 
Great Central & North Staffordshire Railway. 
Cor it tee 
M S si Junetion & Altrinchar 
Rail 
Ve & < Gre Cel | Joi Cor 
itt 
Ne politar Easter 
Rail s (Wath 
Metropolit & rict Joint 
Cit I 1es ( I 





uilway 


s Committee 
" ne 


uide Bridge Junctior 





rt of London Authorit 
Yorkshire Joint Line 


Midland Joint Committee 


Stalvbridge Goods Branch 
Stobcross & Kelvinhaugh Joint Line 
The Southern Railway schedule 


applies to the following railways with 
which S.R. & O., 1937, No. 997, deals 
East London Railway 
Easton & Church Hope Railway 
Salis bur larket Branch Railway 
Somerset & Dorset Railway. 
Wevmouth & Portland Railway 


Vovember 19, 1437 


Freight Rebates Scheme 
Review 


The Railway Rates Tribunal 


at the Law Courts on Wednesd ms 
unable to proceed with the 1: 1 
view of the operation of the R 
Freight Rebates Scheme, beca of 
the indisposition of one of its 
members, Mr. John Quirey. YT. 
chairman, Mr. Bruce Thomas, “ 
said that a further sitting wou b 
necessary to deal formally wit he 
review; but at his invitatio I 
Alfred Tylor, who represent T 
four main-line railway com} 
took part in a “‘ preliminar 
cussion.”’ [he companies ari 
ing for an increase from a half t 
per cent. of the companies’ total 
relief in the sum to be paid out « 
Railway Freight Rebates Fund f 
Ininistrative expenses. 

Mr. Tylor explained that the ¢ 
was required to review the ope: 
of the scheme for the year « 
September 30 last, and to con 
whether any modification should 


made for the 
30, 1938 


vear ending Sept 
The division of the 


under review into two parts was 
result of the Railway Freight Rel 
Act, 1936 Net revenue of the fri 


rebates fund from October 1, 1936 
December ot. 1936, inclu 
£1,066,9990 balance brought forv 
was £2,079,165. After allowing 
rebates paid there was a net bal 
of £978,882. Net revenue of the fu 
from January 1, 1937, to Septe: 
30, 1937 was £1,190,566, and after d 


ducting the amount attributabl 


rebates there was a debit balanc: f 
£7,096. 
Sir William Wood, Vice-Presid 


Finance and _ Service Departments 
L.M.S.R., support 
the companies’ proposal that the su 
of £978,882 be retained in the fu 
pending adjustment. 

The hearing was adjourned u 
[hursday, November 25. 


gave reasons in 








FOREIGN Vistrors.—The Travel a 
Industrial Development Associat! 
states that the total number of holid 
visitors to the British Isles in Septemb 
was 26,957, an increase of 2,025 ove! 
the corresponding period of last ve 
The combined total of holiday 
business visitors was 36,133, an increas 
of 2,176 American holiday 
numbered 7,271, an advance of 1,426 
The total number of holiday visit 
for the first nine months of this y 
was 267,305 This is an increase ol 
27,715 over the corresponding pet 
of the record year of 1936. Week-e! 
and day visitors from France and B 
sium are not included in these figur 
nor are the numerous overseas Brit 
visitors, estimated at an annual figur 
of 200,000, who travel with British 
passports and are not recorded at the 
ports. 


visitors 





aee ens 





XUM 


November 19, 1937 


THE RAILWAY GAZETTE 


RAILWAY AND OTHER MEETINGS 


Central Argentine Railway Limited 


innual general meeting of the 
| Argentine Railway Limited was 

River Plate House, Finsbury 
Cil London, E.C., on November 11 
Howard-Williams, C.B.E 
( in of the company, 
Secretary (Mr. Ronald 


presiding 


Leslie) 


| 
notice convening the meeting 
auditors’ report. 
Chairman, in moving the adop 
the report and accounts, said 
esults of working would have 
shareholders to appreciate that 
r under review was a great im 
ent on its predecesso1 and was 
the best for the last seven 
The tonnage handled was the 
in the history of the company 
[ ver, they could not rest satisfied 


thev had once again reached the 


it least some dividend on all 
Nevertheless, t 


under review had 


he re 


stocks. 


( 
of the year 


d them to pay th dividend on 


per cent. preference in full, and, 
i. lapse of five years, to resumé 

of dividends on th 6 per cent 
tive preference stock In addi 
hey had made a special contri 


ff in round figures, £157,000 
tingencies fund, whilst maintain 
carry forward at slightly abov: 


ear’s figure. At the same tim 
had been able largely 1 
hen the renewals fund, after a 


of years during which renewals 
1 to be reduced to the indispens 
Minimum. 

pressed in another way, the re 

might best be summarised by say 

hat the 
ir, showed an increase of 25 pe! 


ty 


receipts, compared with 


working 


contributions, 


whilst the expenses 
ting renewals showed 


rease ol only 5 Pp r Cent 


iother factor responsible 
sross receipts was that the maize 


harvested 


f the year 1935-3 


h a damp condition that its imm« 


> was 
transport was not practi ible, and 
upled with slack demand, led to 
postponement of its shipment in 
large part until the opening 
is of the financial vear 1936-37. 
As the development of the country 
eeded, the company’s depe nden 
fluctuation of harvests should 
inish. The evidence of the 
industries in the 





increas 
srowth of new 
in which the company operated 

reason for being optimistic as to 
future The cultivation of cotton 
for some years past been taking 
t in Argentina, and in the last few 

its cultivation had been gradually 
nded to the provinces of Tucuman 
| Santiago, which formed part of the 
ipany’s zone and, in fact, experts 
1 reported that almost the whole of 
northern part of Argentina where 
ir territorv lav, was suitable for the 
tivation of cotton. Furthermore, 


National Ministry of 
CcO-Opt ration of 
and the 


ypmeilt 


nti 
\ericulture, with the 

Provincial Government 
ompany’s own Rural Develo} 
Department, had decided to establish 
Xperil ital station for developing 
cco industry in the province ol 
ago del Estero near the township 
f For Chis area was served exclu 
company’s line. Her 
eht be another new source of revenue 
to render the railway, in time, less dé 
erain traffics for its in 


+r hope for expansion of the 





\ revenue in the’ future im 
rom the fact that the Argentine 
uthorities were becoming increasingly 
wake to the possibilities of irrigation 
Che effect from the new dams to be 


cted should extend over a large area, 


ind the resultant prosperity should giv 





distinct stimulus to the development 
of the northern provinces, from which 
the ilway should = derive benefi 
\g a final example of d lopment 
from the company’s Villa del 
Rosario-Fo line showed increasing 
xpansion in that in the veal 
i unts Os receipts therefrom 
imounted to no less than £533,659 
Che opening up of this new zone should 
be a continuing proce 


Increased Passenger Traffic 
Passenger business on the 


shown expansion, though the progress 


whole had 


in earnings under this heading had been 
mewhat checked by re id competitior 
vhich had been intensified in recent 
ionths b y pletion of a ne 
rterial road paralleling the company’s 
main i between Buen Aires and 


Cordoba throughout a great proportion 
430 miles 
company 


f 


f the total distance ¢ 
I situation, the 
had in course of delivery a supply of 
diesel railcars These, in conjunction 

ith the adjustment of fares, the 
ne up of services and the provi 


sion of greater excursion train facilities, 


hould retain passenger traffic which 
ight otherwist be attracted to the 
rvices of road competitors. As a set 
ff io the loss on the shorter station-t 


tation: traffic, which they 
could vot help but lose to road trans 
develop 


l passenger 


port, the company had been 
one-distance excursion traffic, and 


the number of journeys had risen from 
11 million to 2 million in the course of 
the past year. At the same time. they 
misht now look forward to definite pro 
olution of the prob 
lem of road and rail transport by the 
1 legislation. On the 
ther hand. no progress could be re 


iT ; TOW rds the 
new ce ordit itive 


ported in resard to modernising the out 
of-date provisions of the Railway Law 
which prohibited the railwavs from 
takine pooling arransements such as 


had proved so beneficial to all interests 


899 


in England, and also from officially en- 
gaging, with the recognition by the 
Government of the necessary capital 
cmployed, in door-to-door delivery ot 
200dS. 
Discussing the future, the Chairman 
uid that the latest cable from Buenos 
Aires reported that the present state of 
the wheat and linseed crops was gener 
lly satisfactory. Present low figures 
of weekly traffic receipts were primarily 
u to smaller carry-over of maize; 
verwise traffics were being well main 
As regards working expenses of the 
ent vear, they would have to face 
the fact that there would be a sub 
intial increase Almost every item 
f manufactured supplies used by the 
railw ind the most important item 
fall. coal, cecst more today than at the 
ne time last veal [he greatest han 


m which they suffered—loss on 


xchange—was still with them, but, as 
knew that the Argentine Govern 

ment was fully their hard 
was desirous of helping as 
is possible, they were hopeful that 
some form of alleviation would soon be 
found to relieve the 
il ll events of that exceedingly oner 
During the year, the 
Chairman had had helpful interviews 
ith the Argentine President regarding 


aware ol 


Nips ind 


railways of a part 


) ompany’s projected new station 
n Rosario It had been possible to 
wrive at some promising bases for a 
future ttlement more or less on the 


lines of a contribution by the munici 
lity of Rosario towards the cost of a 
vodernised station on the site of the 
municipality, in r 


lands at present the 


ne; the 


turn, to receive the 


property of the company which were 
destined for the much larger project 
which was formerly in contemplation, 
but hich, under the new scheme, 


would no longer be required for that 
Murpost The President undertook to 


consider the matter on these lines, and 
the company was awaiting further news 
{ 1 the Government authorities. 

Che report and accounts were unani 


usly adopted 








WELDING IN’ L.M.S.R. STANDARI 
CoacHes.—A paper (No. 5058), entitled 

Some Developments in Railway Carri- 
age and Wagon Construction,’ recently 
presented to the Institution of Civil 
Engineers, by Dr. P. L. Henderson, and 
for which he has been awarded a Webb 
P detail the latest 
I 


_M.S.R. carriage and wagon design and 


rize, describes in 


practice, incorporating extensive weld- 
ing. The type of coach dealt with was 
the first in this country to embody both 


a completely welded underframe and 


bogies, and was placed in service earl) 
in 1934 Welding was used also in the 
body framing connections. This typ 


of construction, now standard on L..M.S 
main-line stock, was described in an 
illustrated article in THrE RaAILWway 
Gazette of August 23, 1935 (page 305 
on some new first class sleeping cars 
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NOTES AND NEWS 


British Timken Dinner.—The an- 
nual dinner of British Timke: Limited 
took place on Tuesday, November 9, 
the May Fair Hotel in London, under 
the chairmanslLip of Mr. M. B. U. Dewar 


t 


Loudspeakers at Newcastle Sta- 
tion.——To assist in directing passengers 
on busy days at Newcastle Central 
station, the L.N.E.R. propcses to instal 
loudspeakers at 12 suitable places 
his follows upon the introduction of 
loudspeakers at York station in May 
last, where they have been found of 
Yreat assistance 


Fort William Station Improve- 
ments.— The LL.N.E.R. intends carrying 
out alterations at Fort William station 
in order to improve the waiting room 
iccommodation for passengers \ new 
general waiting room is to be erected on 
the south platform, and an improved 
ladies’ waiting room will be provided 
on the opposite side of the concourss 


Manila Railway Co. (1906) Ltd. 
The directors propose to apply the 
balance of approximately £11,500 of 
the sinking fund of 1937 for the B 
debenture bonds and stock of the com 
pany in the purchase of “ B "’ debenture 
bonds and stock in order to satisfy the 
quota for 1937. Accordingly they invite 
tender for the sale to the company 
f such bonds and/or stock 


New Railway in Kazakhstan. 
\ new line from Neldi to Djezkazgan 
is under construction through the 
Golodnoi Steppe cf Central Kazakhstan 
Over 200 miles of track have already 
been laid, and the remaining 60 miles 
ire scheduled for completion by the 
end of the year Neldi is a station on 
the Karajanda-Balkhash railway, and 
the new line is being built partly to 
cater for future extensions of the copper 
industry around Djezkazgan 


British Amalgamated Transport 
Limited. 
pany with the above title has been 
formed to provide road goods services 
connecting the Midlands’ with othe 
industrial areas and the chief ports 
Mr. J. H. Thomas has been appointed 
Chairman The company has an 
iuthorised capital of £275,000 Vir 


Thomas has issued a statement in which 


\ new road transport com- 


he describes the carriage of traders 
goods by road as a public utility 
ervice of immense national import 
tance, and insists, if it is to fulfil 
this function, upon the importance 


of a more planned and orderly develop 
ment than in the past 


Argentine Railways Strike Settled. 

rhe strike on the Entre Rios and 
\rgentine North Eastern Railways has 
been settled and normal services are 
running as a result of the Governmental 
decree reducing the wage cuts to 6 per 
cent applicable from September 3 
last to June 30, 1938, and the deduc- 
tions made in July and August are 


to be refunded The employees were 
given a time limit of 48 hours to accept 
the decree and end the strike 


The Holyhead—Dun Laoghaire 
Service.—The [..\I.S.R. is considering 
the question of placing new vessels on 
the Holyhead—Dun Laoghaire mail ser- 
vice Plans are already in hand for 
steamers of the most suitable type to 
replace those which at present work the 


SET VICE 


German Railway  Films.—The 
meeting of the Southern Railway (Lon- 
don) Lecture and Debating Society, 
originally advertised for November 4, 
will be held at the Institution of Civil 
engineers, Great George Street, on 
Monday, November 22, at 6 p.m 
Herr Miiller-Hillebrand, Chief of the 
Film Service, German State Railway, 
Berlin, will present a lecture entitled 

The Film Service of the German and 
Other Railways,’ which will be illus- 
trated by films 

Accident to Scottish Expresses 
near Crewe, L.M.S.R.—On Tuesday 
last the Royal Highlander (8.30 p.m 
Perth to Euston) ran into the rear of the 
first portion of the Night Scot(10.45 p.m 
Glasgow to Euston) just north of Crewe 
tation at 4.20 a.m There was a thick 
fog at the time and the Night Scot was 
standing at a _ signal Some damage 
was done to the last vehicles of this 
train and both lines were blocked The 
undamaged portion of the Night Scot 
was later able to continue its journey 
Thirteen passengers and three railway 
employees were slightly injured 


London Transport Players.—On 
each evening from Tuesday to Saturday 
of last week the London Transport 
Players presented, at the Scala Theatre, 
the ever-green musical comedy ‘“ Mr 
Cinders The play itself is a cheerful 
atiair, and Mr. Cyril Corker’s selection 
for the fifteen principal characters proved 
excellent \deline Sealy and James 
Lewis took the parts of Henry Kemp’s 
Ralph Harlow daughter, jill, and 
Sir George Lancaster's (William Mce- 
Isack) nephew, Jim—-a happier com- 
bination would be difficult to find. The 
London Transport Orchestra, under 
the direction of Frederick Doughty, as 
always, was a pleasure to hear, and the 
dancers and chorus provided a_ toni 
worthy of special mention 

Electric Services on Luxembourg 
Line, aris. Last week's issue of 
THe Raitway GAZETTE contained an 
up-to-date map of the Paris Metro and 
a note of recent and pending extensions, 
including the line of the P.O.-Midi from 
the Luxembourg station southward to 
Sceaux Robinson and Massy-Palaiseau, 
which has been electrified for eventual 
operation by the Metro. Beginning last 
fuesday, a number of the steam ser- 
vices between Paris and Robinson are 
being worked by the new Metro electric 
trains, although under the existing P.O.- 
Midi operation Some of the services 


Novem ber 19, 1937 
to Massy-Palaiseau will likewise | lec- 
trically worked from November 23, anc 
it is probable that the Metro w take 


over the whole line on Jan 1 
next, instituting an intensive all tri 
service 


Basque Children Go Home. 


Victoria station on Friday last « ed 
to the chatter of nearly 200° I rue 
children They had found a 1% 
in this country in May last an re 
repatriated through the agency the 
National Joint Committee for $} sh 


Relief Chev left by the 10.5 a.n 
to Newhaven, and crossed by tl ' 
boat to Dieppe, ex route for Tru d 


Bilbao 


Royal Visitors at Victoria. 
Boris of Bulgaria left by the G 
Arrow service from Victoria on | 
last, after his private visit t 
country Before leaving His M 
was presented with a_ Bassett-L x 
model of the Eton, one cf the “ Sch 
class of engine, by Mr. R. He 
Martin, Chairman of the Southern | 
way On Tuesday last, King Le: 
of the Belgians arrived at Dove 
a State visit to England and trave 
by Recyal special train to Vict 
H.R.H. The Duke of Gloucester 
velled with His Majesty from Dover 
The King met the Royal part: it 
Victoria 


Road Accidents.— The Minist: 
fransport returns for October of per 
killed or injured in read accident 
as below Phe figures in. brackets ( 
the fatalities for the correspo 
period of last vear: 





li 
Ix | Serious S 
Englar 
238 (242 4,408 
»g? (294 ) S 
S 10 17 16 
14 1 135 Z 
26 (35 194 508 
Other 38 2 254 GIS 
GIS (GIS 1 591 15.2 


Che total fatalities for the preceding 
month were 583, compared with 567 
in the corresponding period cf 1936 

Northern Ireland Traffics.— las 
senger receipts fcr the first eight months 
of 1937 on railways wholly in Northci 
Ireland amounted to £216,530, against 
£211,075 for the corres pr nding peri 
of 1936, and the number of passengers 
excluding season ticket holders) rose 
from 4,383,439 to 4,412,678. Merchat 
dise and mineral tonnage for the eight 
months fell from 410,475 tons to 391,928 
tons, and the total goods traffic receipt 
from £150,692 to £143,484. Railwa. 
partly in Northern Ireland carried 
4,032,489 ordinary passengers in th 
first eight months of 1937, against 
4,075,361 for the corresponding pericd 
in 1936, but tctal passenger receipts 
rose from £318,400 to £330,093 Phe 
quantity of merchandise and minerals 
carried fell from 625,506 tons to 617,812 
tons, and total goods traffic receipts 
from £417,443 to £412,953. On _ the 
purely northern railways the number ol 
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k carried in the first eight 
s of 1937 rose from 131,011 to 
170,979, and on the cross-border rail- 


om 485,275 to 505,786 
World Power Conference.— A se: 


meeting of the World Power 


( nce will be held in Vienna from 
\ t 25 to September 2, 1938 \fter 
t] ting there will be one or more 


urs, Of approximately a week’s 
mn Phe subjects for considera 
be the supply of energy for 
small-scale industries, house 
public lighting, and 


ure 
purpose Ss 


railways 


Remodelling Euxton Junction, 
L.M.S.R.—-Euxton junction the 
| Carlisle main line of the L.M.S.R 
n Wigan and Preston, is to be 
on the principles described in 
KAILWAY October 2 


On 


GAZETTE ol 


1936, as used at Barassie junction 


froon rhe junction will be 
ed and the curves transitioned 
inted by means of two-level 


\t present speed on the main 
restricted to 6) m.p.h but 
the work is completed the standard 
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maximum of 9) m.p.h. will be per 
mitted. The restriction over the diverg 
line to Chorley will be 
to some extent, well that 
the two crossover junctions betwee! 
the fast and slow lines 


ing also eased 


as as 


over 


Modern Developments in Railway 
Operating Practice.—-Owing to a mis- 
print in the report of Mr. Barrington 
Ward's paper to the Institute of Trans 
port, in our last issue, the author was 
quoted as having said that at a recently 
opened gravitation yard up to 2,800 
wagons a day had been dealt with at an 


average staff cost of 44 a shunt. This 
should, of course, have read /4 a shift 

Redemption of British Loan 
to French Railways.—The French 
Government has decided to repay in 
December the £40,000,000 loan to 
French railways arranged in London 
early this yeat \t the time the credit 
was opened it was equivalent to 
{1 $,000,000,000, but at the present 
level of the exchanges it amounts to 
fr. 6,000,000, 000 Repayment accor- 


ding to Reuters, 1s being etfected without 
touching the gold reserve 











lotals for 45tl 
EAT BRITAIN 
1937 1936 
b_SbS / ~ / / 
tral 119.000 393,000 
541.000 517,000 
°76.000 258.000 
817.000 775,000 
Ipts 236,000 1.168.000 
} - 3 
| 6.3151 
trat 281.000 267,000 
Ise, Ne 373,000 362.000 
269.000 250,000 
tratty 642,000 612,000 
923 000 879.000 
| 3.738 
rain trate 169,000 168,000 
ise vr 213,000 201 000 
122. 000 111.000 
335,000 312.000 
504.000 {80,000 
2,155 
un tratt 263.000 ~ O00 
66,500 500 
31.500 3 S00 
i YS O00) O00 
S6L000 349,000 
O 1,271 1,187 
ly 1.356 4,329 
Pas 
rt B 567 SOD 567.700 
IRELAND 
C2 1.753 1.652 
581 517 
2,334 2,169 
herr Dass 8.200 S000 
43 
9 650 10.050 
il 17.850 18,050 
Souther 1 S 27.985 26,709 
076 Is 
ods 58,771 61,181 
total 86,756 87,890 





20th Week (before pooling 


YiIM 


British and Irish 


»>W 


Ine 


Trathe Returns 


Potals I) 

r De 1937 1936 ] I) 
26.000 23 628.000 22 702.000 26 000 
24 O00 22. 307,000 21. 618,000 689.000 
1S.000 11.429.000 10,769,000 660,000 
12 OOO $3,736,000 32. 387,000 1.349.000 
68,000 57,364,000 55,089,000 2 275,000 
14,000 15,476,000 14,790,000 686,000 
11.000 15,321,000 14,.785.000 536.000 
19.000 11,154,000 10,446,000 708.000 
30.000 26.475.000 25,231,000 1,244,000 
$4,000 4$1.951.000 10.021 O00 1,930,000 
1.000 9 920.000 9 650.000 270.000 
12.000 9 066,000 8,682,000 384.000 
11.000 5.022 000 $ 506.000 516,000 
23 000 14,088,000 13,188,000 900.000 
24 000 24 008 000 2? S38_000 1,170,000 
11,000 | 14,786,000 14,068,000 71S.000 


500 500 


2000 82) ? 863.000 $1, 
2 OOO 1.339.500 1.374.000 $4,500 
1.000 } L161 ,000 $237,000 76.000 
12.000 18,947,000 1S8.3805.000 642.000 
| 
| . - 
S4 | 58.629 93. S48 1.78 


| 
= ISS.SI 183.502 5 312 
1O0 | 11.259.200 111.216.1060 3. lo00 
10] 117.766 119 } 70 
4 | ~1,765 24,437 2,672 
165 139,531 143,473 42 
200 307. 800 {93.050 14.750 
$00 125. 800 $40,950 15.15 
200 933 600 934 000 $i)4) 
1,276 1,668,748 1,649,124 19,624 
2.410 1,901,342 1,935,396 34.054 
1,134 3,570,090 3,584,520 14,430) 
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90] 


British and [Irish Railway 


Stocks and Shares 











Prices 
Stocl Leo Leo 
Stocks =? £ 0 
+S ° S —_ * | Rise/ 
— = ie : 
om i937 Fall 
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fittings. Tenders endorsed ‘ nder 


CONTRACTS AND TENDERS No. 1550 for Steel Parachute Tonks 


should be addressed to the Chief Stores 


: Superintendent, South African R avs 
The L.N.E.R. is to renew 5873 miles The Egyptian State Railways Admini- =" esate Johannesburg ¢ 
ce - > 7 . c c , c p> hi 
f track and 70 bridges during 1938 stration has recently placed orders for ara » 
5 5 y received by January 3. A copy 
The track renewal will involve the use machine tools (Ref. No. E.S.R. 33.8.58 . J : ‘ th se 
144 B } 4 ; 4 il ; acai sa , specification and general condit s of tr 
f OOO ns Oo ritish . ir rails ( cd < ( S ‘ = : : 5 g 
“i = s Pence nmabiet ips - pts — 36 -- it a tender, together with drawings, 1 b 
and chairs, and ¢ “oxims 500,000 ir & Company ; two high speed slot ie s 
airs, and approximately 1,500, or Genii Mien cae an Mii, borrowed from the Departm of is 
sleepers as well as several hundred tons ee oe pl ain saa Overseas Trade, London, S.W.1 pe 
of steel screws and spikes This work Ch rehill Redman Limited ; four heavy duty . : é i hi 
which will be spread over the year, is shaping machines (Total price, £2,336. Deliver [he South \frican Railways ‘ lar 
, ; ‘ : ré alli ) . 
| irt of the L.N.E.R annual renewal! — : bours Administration iS calli for wi 
renee Lang & Sons Ltd. ; six heavy duty lathes tenders (Tender No. 1515) for the supply A 
programm tal pri 2.48 elivery f.o.b ve 
on 481. - Deliver So and delivery of quantities of nps di 
Arthur Smart & Sons Ltd. has re H. W. Kearns & Co, Ltd one horizontal . : , : 
‘ — hine (Tot rice. £1.066. Delivery hand signal, enginemen’s | tri lou pl 
ived © s from t rv ‘ Stat 
ed Ord : from the Egyy a tate o.b sauge, van side and van tail). also SI 
Railwa \dmuinistra ; = ‘s ~ “f= Fae ped oe ee eee _ fittings, including burners, collar e7 - 
f otto waste > ( : > fotal price, £696 Delivery f.o.b ce 
cotton waste Ref. ) | r R ee awe i Slinach <” amie adil dail voirs, interiors, reflectors, glasses ses di 
343 ay 7 ! t : t, £9,232 chi Potal priv 594. Deliverv f.o.b &c., required during the period ' 
ry f.o.b. Manchester ea ; 7 : ; 
7? j : : 938, to June, 1939. Tende I Se( 
Id V5] Bridgework Required for South !938, to June, | : _— , ex 
Reynolds & Wilson Limited has re Africa fender No. 151 for lamps and fittings 
ived an order from the Bombay : should be addressed to the Chief Stores fic 
, ; > The South African Railways & Hart . a . te: 
Baroda & Central India Railway Admini n ou <shissio ta igi chic : es Superintendent, South African R: : 
tration, to the inspection of Mess1 bours Administration is calling for & on irbou1 . J hann sburg - i 
I 1O1 oO S 1 ( SSTS 4 < S ) 8 - { t ( 
tenders (Tender No. 1539) for the : —_s ; ~$ 
Rendel, Palmer & Tritton, for one me ‘ : del = received by December 28. Samy] of i 
7 , supply and delivery of al f . : a 
| ching and shearing machine Fi I ages ee | bol ee a the lamps and burners offered m m sine 
; steelwort mcluding bolts nuts, an , 
Bever, Peacock & Co. Ltd. has 1 pe } i re | | 7 submitted to the office of the hiet 
. rivets tor bridges pyae»r endorsed : . 
ed anorder from the Great Western 2 sian eo ; : , : Stores Superintende nt before the « o 
: ‘ lender No. 1539 for Bridgework, 
f Brazil Railway for three sets of o1 ld | 14 x date for receipt of tenders. A copy of 
shou Idressed to the Secretary to . ; 
burning equipment complete, for con <r astg Reames k e Secret : the schedule of requirements and general 
I the Tender Board, South African Rail : : : 
erting suburban locomotives conditions of tender together itl 


drawings, may be borrowed from thx 
Department of Overseas Trade, Lor 


vays & Harbours Headquarter Office, 
Leyland Motors Limited has received Johannesburg, to — be received by 

| 

' 











the following orders from railway asso inuarv 17. 1938 SW] jo 
ited road transport operator ee a B ; S 
Wilts & Dorset Motor $ Limite t seceucsssin hala’ seasick acgalrg The Treasury, on the recommendation , 
ned Tice bane, Queen land invites tenders for of the [mport Duties Advisory Com z 
eae Ages: secdapor gigs o rier the supply : .on di % | powe ; oa oe mittee, has issued the Import D 7 
\\ W pce edie Sree a tae abl for a 15-ton a 0 type 3 ft r > Drawback No 12 Order 937 bn 
sauge locomotiv 1e unit is to include CR RK 987 No 1095 se 
: eps R ngine, gearbox, tail shaft, final drive oo a oe yo ia ns hema the ul 
and jack shaft rhe engine must be Import Duties Act, 1932, with etfect oe 
soc. Commerciale d’Ougree has re capable of running on a cheap tuel oil from November 19. 1937, the all is ti 
order for 100,000 mild steel renders to be addressed to the Offices of drawback of Customs duti i! £4 
pikes from the Grea miof of 4 ommissioner f ailways i 
ae | - —_ Great Western ¢ A = ( p snesecne tent? - poner respect of certain single-flanged wheels 1 
: of iron or steel Wheels of the ty 
The Crown Agents for the Colonic by December 14 \ copy of the Spec) question are extensively used i ‘ 
have recently placed the following fication and general conditions of tender manufacture of light railway wi 
rdet together with a drawing, is available for for mining, quarrying, &c., a1 Wi 
>) oan at the Department of Overseas present circumstances price conditions Ju 
frade, London, 5.W.1 render the use of foreign-made wheel ch 
The South African Railways & Hat necessary for the purpose of the k me 
i Cal X Construct ( bour Administration is calling for competitive export trade in such wagons L3 
i ; tenders (No. 155 for the supply and [he order, together with the recom Ct 
> aa ove Telecraph WW me ( “" lelivery of 16 4,000-gal. and four mendation of the advisory committee vse 
6,000-gal. capacity steel parachute water is published by the Stationery Offi ba 
I Cables | t vt tanks, complete with all necessary Cmd. 5602 - 
| pe 
It iSt-IFON pi] . . pe 
“ \, . . . ) 
Copper Refin rc rer Exports of Railway Material from the United Kingdom so 
yu 
+? \J ; | 

, in October tra 
Yor i pper W limit | len Months Ending $1 
| Oct., 1937. Oct., 1936 Oct., 1937 Oct., 1936 of 
| j t . ; + £ £ + vei 
vA ; nar pepe th ~ nica Locomotives, rail .. pe ; nu Seas 41,617 $65,443 1,095,615 19: 
hine tool . Carriages and wagons : ‘ 197,619 106,819 2,448,906 1,052,016 | 

Qi] X ( lt rilling ne Rails, steel P pie - 81,397 70,998 1,165,222 1,018,615 
Electric ( I tric Wheels, sleepers, fishplates and miscel- G 
. leph men . laneous materials .. os _ .. 218,215 138,873 1,385,951 1,250,372 
p om 1; Coins Ca Wy | ee Locomotive and rail exports included the following : ag 
raw per Locomotives Rails tb 
Bullers Limited nsulators for overhea Oct., 1937 Oct.,1936 Oct., 1937 Oct., 1936 rat 
= tent 7 aia lt: Ker / £ L / to 
a i el a Ba ‘ler Argentina... = a me .. 5,304 3,064 5,713 2,483 in 
| rt Stephenson & Hawthorns Limited Union of South Africa mi Me ap —* —* 8,779 39,629 fer: 
comotive boile1 British India ey we hs .. 9,960 16,702 12,272 13,854 she 
North British Locomotive Co. Ltd. low 9 





tive spare * Figures not available L“ 
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\ovember 19, 1937 


Sudan Government 


SUDAN RAILWAYS require a_ District 
S raffic Manager, not over 26 years of age, 
hole a University degree, with training in 
traff working on an English or Overseas 
Tl cale of pay for District Traffic Manager 
is fr £E480 by periodical increases to £E936 
per um. (£E1 ( 
higl posts is by selection. 
{ft a probationary period of two years’ 
rv in the Sudan, the successful candidate 
eligible for appointment to the per- 
wanent service under Sudan Civil Service con- 
dit Permanent officials are pensionable. 


£1 Os. 6d.) Promotion to 


I al leave in England is given on com- 
plet of from 14 to 2 years’ service in the 
SI and thereafter, for permanent officials, 
it regular intervals as provided for under the 
conditions mentioned above. Under these con- 
dit aiso Assisted Leave Passage Allowance 
is inted 

Fy passage on appointment. Strict medical 
examination is necessary. 

({pplications, giving full particulars of quali- 
fic ns, experience and age, with copies of 
testimonials, should be sent to the Controller, 
Sod Government London Office, Wellington 
Ho Buckingham Gate London, S8.W.1, 
marking envelope “ D.T.M.” 
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OFFICIAL NOTICES 


Se MADRAS & SOUTHERN MAHRATTA 
RALLWAY COMPANY LIMITED invite 
Tenders for : 

14 BOLLERS 


FOR LOCOMOTIVES, viz., 





7 for 4-6-0 Locomotives “AS” type—Bread 
7 Locomotives “GS” type—Metre 
Specification and Form of Tender can be 


obtained at the Company’s Offices, 123, Victoria 
Street, Westminster, London, 8.W.1. 

Fee ONE GUINEA, which will not be 
returned. 

Yenders must 
2 o'clock p.m. on TUESDAY, 141TH 
1937. 

The Directors do not bind themselves to 
accept the lowest or any Tender and reserve to 
themselves the right of reducing er dividing 
the order. 

By Order of the Board, 
G. W. V. DE RHE PHILIPE, 


Secretary. 


be submitted not later than 
; DECEMBER 


66 MPROVEMENTS in and Relating to 

Rail Vehicles, and, more particularly. 
to Passenger Carriages.” The Proprietor of 
British Patent No. 401,119 desires to arrange 
for the commercial working of this patent by 
sale outright or by licences granted on partici 


pating ard reasonable’ terms. Particulars 
obtainable from Tecnnica Records LIMITED, 
59-60, Lincoln’s Inn Fields, London, W.C.2 
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Buenos Ayres Great Southern Railway 
Company Limited 
HE Directors of the Buenos Ayres Great 
Southern Railway Company Limited 
hereby give notice that the Register of Deben- 
ture Stockholders of the Company will be 
closed from Tuesday, the 23rd November, to 
Tuesday, the 30th November, 1937, 
inclusive. 


both days 
By Order of the Board, 
N. F. E. GREY, 
River Plate House, Secretary. 
Finsbury Circus, 
London, E.C 
17th November, 1° 


9 
937 


Buenos Ayres Western Railway Limited 


MINHE Directors of the Buenos Ayres 
Western Railway Limited hereby’ give 
notice that the Register of Debenture 
Steck holders of the Company will be 
closed from Friday, the 26th November, to 
Friday, the 3rd December, 1937, both days 
inclusive. 
By Order of the Board, 
N. F. E. GREY, 
River Plate House, Secretary. 
Finsbury Circus, 
London, E.C.2. 
17th November, 1937 








RAILWAY AND 


Buenos Ayres Midland Railway. 
—The report for the year to June 30 
ist of this company, which is controlled 


ly by the Buencs Ayres Great 
Scuthern and Buenos Ayres Western 
Railway Companies, shows that all 


ent due to date and payable by those 
companies has been received and distri- 
buted The rent amounted to £161,882, 
the sum brought in £1,652 
Outgoings were £3,631 for administra- 
£96,000 fer debenture interest, 
40) 000 for preference interest, £20,000 
ordinary dividend, and £2,251 for 
nterest on advances by the controlling 
ompanies, leaving £1,562 
North Western of Uruguay Rail- 
way.-The accounts for the year to 
June 30 last show a loss of £8,259, after 
charging interest (£6,590) on the 6 pe 
ent. first and second debenture stock, 
{3.889 to bridge tolls guarantee defi- 
and £581 to income tax depre- 
ition suspense account. The debit 
balance to be carried forward is £68,083 


Was 


lency, 


Gross receipts in sterling ine reased from 
294907 to £28,665, and working ex- 
penses from £24,098 to £28,642. Pas- 
senger receipts in currency increased by 
$8,620 and livestock re¢ eipts by $13,549, 
it, due to a heavy fall in Brazilian 
transit traffic, goods receipts were 
$12,693 lower. The controlled free rate 
of exchange averaged 26-28d. for the 
against an average of 23-53d. in 


vear, 
1935-36 

Uruguay Northern’ Railway. 
Gross receipts for the year to June 30, 
1937, amounted to £11,689, against 
‘9,941, and working expenses to £10,923, 
igainst £9,572, leaving net receipts 
(766, against £369. The operating 
ratio was reduced from 96-29 per cent. 
to 93-45 per cent. Total net income 

luding £842 from exchange dif- 
was £1,701, but was £760 
short of meeting the interest accrued 
£2,450) on the 5 per cent. prior lien 


ferences) 


OTHER REPORTS 


debenture stock and the charge of /11 
for income tax, and the debit balance 
forward is increased to £13,876. More 
passengers were carried, mainly because 
of the railcar service inaugurated in 
\ugust, 1936, and there was an increase 
in livesteck traffic 


Midland Uruguay Railway.—The 


net result for the year to June 30, 
1937, was a profit of £22 (against 
a loss of £387), after charging in- 


terest (£11,073) on the 5 per cent 
prior lien debenture stock, transferring 
£25,427 to redemption account, and 
providing for income tax and National 
Contribution The debit 
forward is reduced to 
receipts, at £105,718, 
showed an £19,293, and 
working expenses were {£19,181 higher, 
at £98,117, the operating ratio being 
92-81 per cent. against 91-34 per cent. 
Exchange differences brought in £6,123. 
All classes of traffic, except weol, contri- 
buted to the increase in gross receipts, 
and the bad state of the roads after the 
previous year's excessive rainfall again 
reduced road competition 


Defence 
balance carried 
£52,776. Gross 
increase ol 


Trans - Zambesia Railway.—k« 
sults for the year 1936 include for the 
first time a full year’s working of the 
southern approach to the Zambesi 
bridge, and the figures are not strictly 
comparable with those for 1935. 
receipts amounted to £149,991, working 
expenses to £99,913, and net receipts to 
£50,078 £39,466) Working 
expenses, including the southern ap- 
proach, the river service, and _ the 
amounts charged to renewals, were 
66-51 per cent. of the gross receipts, 
compared with 69-64 per cent. in 1935 
Total tonnage rose from 64,454 tons to 
81,498 tons. Included in the revenue 
account is a sum of £66,032 due from 
the Nyasaland Government under the 
guarantee. The Colonial Office is 
sending a commission of enquiry to 


Gross 


(against 


Nyasaland, and it is hoped that the 
Commissioner will be able to make such 
recommendations as will ensure the 
planned and systematic development of 
prceduction 


Hants & Dorset Motor Services 
Limited .— An interim dividend is being 
paid of 4 per cent., tax free, on account 
of the financial year ending March 31, 
1938, on the ordinary shares. Last 


year the interim dividend was at the 
same rate, but less tax and on a smaller 
ipitel 


Associated Equipment Co. Ltd. 
\ final dividend is recommended of 13d. 
per unit of £1 stock free of tax, making 
Is. 6d. per unit cf £1 stock free cf tax 
for the year to September 30 (equal to 
10 per cent. subject to tax). A similar 
distribution was made last year. 


John I. Thornycroft & Co. Ltd. 
The preliminary statement cf the 
improved results for the year ended 
July 31, and the proposal of the directors 
to pay arrears of preference dividends, 
were noted in THE RAILWAY GAZETTE 
of November 12. According to the full 
report now published, all sections of the 
business have contributed to the profit. 
The motor vehicle sales, of which over 
40 per cent. was export business, have 
increased substantially, and the value 
of the orders in hand is approximately 
three times the corresponding figure of 


last year. Capital expenditure during 
the year amounted to £36,746, and 
commitments have been entered into 


for a considerably larger sum which will 
be expended during the current year. 








Forthcoming Meetings 


Nov. 22 (Mon.).—North Western of Uru- 
guay Railway Co. Ltd. (Ordinary 
General), River Plate House, Finsbury 
Circus, E.C., at 2.30 p.m. 

Nov. 26(Fri.).—Argentine North Eastern 
Railway Co. Ltd. (Ordinary General), 
River Plate House, Finsbury Circus, 
E.C., at 2.30 p.m. 
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Very inactive conditions have ruled in 
ill sections of the Stock Exchange, and 
there has been a general movement to 
lower prices The disposition is not to 
expect a return of activity until interna 
tional political affairs and the trade out- 
look in the United States are less obscure 
Sentiment in the market is still entirely 
lominated by these factors, and, for the 
time being, may remain unaffected by the 
many indications that trade conditions at 
home continue to be favourable In the 
circumstances railway stocks may not 
show satisfactory improvement in prices 
until there is a reversal of the surround 
ing trend of markets 


Had markets been less depressed it 1s 
likely the junior stocks of the Home rail- 
VaL\ would have mnade response to 
the past week’s traffics, which show an 
veregate increase of £148,000 As it 
va L.M.S.R. ordinary has been dull 
round 293, and rather lower prices wer 
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Railway Share Market 


also made by the 4 per cent. preference ness in evidence, which resulted an 
and 1923 preference stocks, although all-round lowering of prices. Those of 
£68,000 of the aggregate increase in South American railway companies were 
traffics is provided by this railway’s re- affected by the default in resp of 
turn. L.N.E.R. second preference was Brazil’s external debt, although it js 
fairly steady at 26, aided by satisfaction realised that the latter provid no 
with the £44,000 gain in traffics for the justification for lower prices for the rail- 
past week. At around 62} Great Western way securities. There was a fair amount 
ordinary came in for a good deal of profit- of selling of the preference stocks of .A 
taking on the part of holders who had Gt. Southern, Central Argentine and B.A 
purchased earlier in the year when the Western, but the ordinary stocks were 
price was lower. The highest price reported to be subject to very litth 
touched this year to date has been 673 liquidation, although they also ide 
ind the lowest 553. Last week the lower prices Earlier reports regarding 
Southern’s traffic gain was £12,000. The the estimated damage done to Argy :tine 
preferred stock has been dull at 86, as crops by frost are now regarded as ich 
has the deferred at around 19}. Home cxaggerated. In other directions San 
railway debentures and prior charges had Paulo relapsed further to 61. Antofagasta 
a firm appearance. Elsewhere a moderate also moved against holders. American 
imount of buying of London Transport railway stocks reflected the weakne of 
‘C”’ stock was reported up to 82. Wall Street markets, and Canadian Pacific 

Foreign railway stocks have been de ordinary and preference were lower for 
pressed by the very small amount of busi- «a similar reason 








Traffic Table of 


Miles , 
Rewer vpen Wek 
1936-37. *~ 6 





Aatofagasta (Chili) & Bolivia 834 14.11.37 
Argentine North Eastern 753 13.11.37 
Argentine Transandine - — 
Bolivar 174 Oct., 1937 
| Brazil — — 
Buenos Ayres & Pacific 2,806 13.11.37 
Buenos Ayres Central 190 30.10.37 
Buenos Ayres Gt. Southern 5,084 13.11.37 
Buenos Ayres Western 1,930 13.11.37 
+ | Central Argentine 3,700 13.11.37 
4 Do. = ie 
Cent. Uruguay of M. Video 980 30.10.37 
Cordoba Central ,218 13.11.37 
“ | Costa Rica 188 Sept., 1937 
= | Dorada 70 Sept., 1937 
= Entre Rios 810 13.11.37 
| Great Western of Brazil 1,092 13.11.37 
~ | International of Cl. Amer 794 Sept., 1937 
“ | Interoceanic of Mexico - —- 
= | La Guaira & Caracas 22% Oct., 1937 
= | Leopoldina 1,918 13.11.37 
A | Mexican 483 7.11.37 
| Midland of Uruguay 319 = Oct., 1937 
| Nitrate 384 15.11.37 
| Paraguay Central 274 6 11.37 
| Peruvian Corporation 1,059 Oct., 1937 
Salvador 100 6.11.37 
San Paulo 1534 7.11.37 
Taltal 160 = Oct., 1937 
United of Havana 1,353 13.11.37 
| Uruguay Northern 73 Oct., 1937 
2 Canadian National 23,767 7.11.37 
=} Canadian Northern _— 
Grand Trunk - _ 
Canadian Pacific 17,228 7.11.37 
{ Assam Bengal 1,329 20.10.37 
| Barsi Light 202 20.10.37 
Bengal & North Western 2,111 29.10.37 
+ | Bengal Dooars & Extension 161 31.10.37 
= < Bengal-Nagpur 3,268 31.10.37 
2 Bombay, Baroda & Cl. India 3,072 10.11.37 
” | Madras & Southern Mahratta 3,229 20.10.37 
| Rohilkund & Kumaon 572 20.10.37 
South Indian 2,531 20.10.37 
( Beira-Umtali 204 Aug., 1937 
| Egyptian Delta 620 31.10.37 
Great Southern of Spain _— 
| Kenya & Uganda 1,625 ‘Sept., 1937 
3 | Manila ‘ -- 
2 Midland of W, Australia 277 +=Sept., 1937 
% | Nigerian 1,900 2.10.37 
> | Rhodesia . 2,451 Sept., 1937 
South Africa 13,263 23.10.37 
Victoria 4,774 June, 1937 
Zafra & Huelva 112 Sept., 1937 


Overseas and Foreign Railways Publishing Weekly Returns 








n 
Traffics for Week 3 Aggregate Traffics to Date Prices 
= Shares “ 
~ To s : or a ~ La! 
this year with 1936 This Year Last Year Decrease a i a 
r f f | £ 
14,510 1,630 46 754,490 631,200 + 123,290 Ord. Stk. 25 1514 $3 Nil 
6,042* — 3,793 | 20 198,327 187,349 + 10,978 = 12 2 6 Nil 
- — — _ _ _ A. Deb. 54 45 85 4ilig 
3,700 = 2,200 44 53,050 63,600 _ 10,550 6p.c. Deb 9 5 81g Nil 
— — — — -- Bonds. 16 111, 14 3916 
72,891 - 7,521 20 1,561,788 1,499,282 + 62,506 Ord. Stk. 1712 6 7 Nil 
$130,900 — $33,500 18 $2,546,700 $2,454,900 + $91,800 Mt. Deb. 3119 11 28 Nil 
132,072 4 7.896 oy 2,408,003 2,212,843 + 195,160 Ord. Stk. 3134 1334 16lo Nil 
48,759 2.759 2) 909,120 893,114 + 106,006 - 2934 11 13lo | Nil 
117,199 — 22,670 20 2,561,333 2,749,129 — 187,796 ¥ 32939 R34 1312 | Nil 
en : ea oak oe —_ Dfd. 21 419 6 Nil 
19,080 955 18 276,620 273,922 + 3,598 Ord. Stk 734 3 3lp_~—sNi' 
28,410 60 2) 634,580 643,960 — 9,380 Ord. Inc 5 1 2 Nil 
29,141 + 14,946 13 78,466 52,763 + 25,683 Stk. 3€lo 32 34 515 
17,200 + 2,800 39 139,600 126,600 + 13,000 1 Mt. Db. 107 10119 1041p 534 
9,026" — 4,315 20 268.024 251,390 + 16,634 Ord. Stk. 17 6 71 Nil 
500 46 353,300 356,100 2,800 Ord. Sb. lp 316 3g | Ni 
+ $83,061 39 $4,426,545 $3,929,645 + $496,900 <— — omen = —_ 
_- — _ — _— — Ist Pref. lp -/6 1p (Nil 
4,155 — 150 44 51,820 45,850 + 5,970 Stk. 4 3 8lp | Nil 
2), 862 - 3,787 46 1,064,479 894,695 + 169,874 Ord. Stk. 1019 31g 4 Ni 
$232,900 $17,400 19 $5,514,600 $4,827,400 + $687,200 . 1l4 ly lg | Nil 
8,915 4 76 «618 32,602 32,299 + 303 as Ilo la ly Nil 
315 ‘ 4,297 46 135,662 107,905 + 27,757 =Ord. Sh. 63/6 41/9 2 Nil 
$3,011,000 +4$630,000 19 $59,901,000 $48,671,000 + $11,230,000 Pr. Li.Stk. 85 71 8019 7746 
84,277 + 2,272 18 347,951 339,051 + 8,900 Pref 15 9 § Nil 
¢13,650 ¢1,966 19 ¢229,484 ¢ 205,811 + 223,673 Pr. Li. Db 18 16 2215 Nil 
24,842 + 3,690 45 1,474,939 1,309,970 + 164,969 Ord. Stk. 86 4612 621, 8 
2,815 - 850 18 12,885 12,420 + 465 Ord. Sh. 115x5 =«14/- Tes 117 6 
15,136 t 997 2) 332,507 305,450 4 27,057 Ord. Stk. Bl, 1 2 Nit 
979 — 192 18 3,384 3,771 — 387 Deb. Stk 5 3 3lp | Nil 
81 3,621 } 40.036 $5 $3,894,353 31,430,504 + 2,463,849 —_ > ome — -_ 
— — — - _ — 4p.e. Perp. Dbs 76 51 6512 61g 
= — _ — _ _ 4p.c.Gar. 10434 9934 10012 4 
610,400 + 3,80 45 24,576,600 23,443,200 + 1,133,400 Ord. Stk. 1654 101546 8 Nil 
35,760 — 8.617 28 735,386 634,632 + 40,754 Ord. Stk. 8734 8214 772 37g 
2,460 + 773° 28 70,147 63,855 + 6,292 Ord.Sh. 771g 6519 49 10516 
67,452 — $418 3 125,235 139,178 — 13,943 Ord. Stk. 319 2925, 309 51546 
5,469 1,138 29 86,108 77,649 + 8,459 oe 1271p 118 851, 7 
190,050 12,435 29 3,980,029 3,508,163 + 471,866 ae 104 10014 91lp 4 
211,350 15,825 30 5,266,125 4,934,700 + 331,425 ss 114 1191, Till, 558 
135,450 11,173 28 3,037,035 2,986,501 + 50,534 ra 11612 1081p 198g 73g 
11,899 _ 944 3 23,180 24,567 1,387 * 311 286 310 5156 
123,647 + 7,254 28 2,346,835 2,255,674 + 91,161 - 10719 1025;6 | 102lp 559 
| 
103,370 + 29,470 48 877,668 719,218 + 158,450 — —_ ~ = _ 
11,850 4 1.579 29 150,462 138,948 + 11,514 Prf. Sh. 214 153 114 Nil 
— — — — — _ Inc. Deb 1lp lg 31g ‘Nil 
19),212 + 26,474 39 2,114,111 1,948,133 + 165,978 “= —_ — _ -_ 
— _ — — — _ B. Deb. 50lp 87 A4lo 71% 
15,003 +4 33 | 13 37,926 836,835 + 1,092 Inc, Deb. 97 931p ' 95 15 
39,877 + 9,655 27 1,256,855 785,241 + 471,614 = _ _ —- - 
432,312 + 96,504 52 4,635,398 3,543,364 | + 1,092,034 -_ ome hab es . 
677,169 + 17,314 30 18,924,702 17,777,633 + 1,147,069 on es os tad 
793,223 + 89,530 52 10,135,291 9,689,925 + 445,366 — — _ — 
15,307 + 8,641 39 317,046 65,948 + 51,098 = : _ _ 


Note.— Yields are based on the approximate current prices and are within a fraction of ly 


* Trathic affected by strike + Receipts are calculated @ Is. 6d. to the rupee. § ex dividend. Salvador and Paraguay Central receipts are in currency. 


The variation in Sterling value of the Argentine paper peso has lately been so great that the method of converting the Sterling weekly receipts at the par rate of exchange 


has proved misleading, the amount being overestimated. The statements are based on the current rates of exchange and not on the par value. 





